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Carrick’s Smoke-Burning Apparatus. 








The accompanying engraving, taken from Engineering, illus- 
trates an arrangement for the prevention of smoke ed 
by Mr. H. Carrick, of the East Indian Railway, and now being 
successfully used on that line. In its principle the 
arrangement is similar to plans which have for some time 
been employed in England, but it is characterized by several 
neat points of detai which have been adopted to render it 
waited for use in Indias, and these give to the design a special 
interest. 

Referring to the engravings, it will be seen that the scoop 0 
ig fixed inside the fire-box, and works on the hinge D, and can 
be raised to such a position by means of the lever FZ as to en- 
able the fireman to fire without any difficulty. This lever is 
fixed on the shaft F, which is worked outside of fire-box from 
the side of the foot-plate by the hand lever @ and foot lever H, 
as shown. When the scoop is raised into position for firing, i 
is kept there by means of a small pawl or catch, J, attached to 
the hand lever G, the pawl falling into a notch on the top of 
the bracket K. Mr. Carrick has adopted a wedge-shaped 
mouth-piece, Z, working on a hinge, M, on the lower side, in 
place of the ordinary fire-door, as it affords the men a better 
protection from the glare and heat. pd means of the door V 
on the top of the mouth-piece, the ver can regulate toa 
nicety the admission of the proper quantity of air for perfect 
combustion by means of the catch 0. In India it is impossible 
for men to work with a loose ep and without protection from 
the glare and heat of the fire, while the increased labor there 
is in taking it out or ogg, be in such a position with a lever 
or shovel is objectionable. is fully accounts for such scoops 
not being used. 
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They save in this way a little coal for each mile run, and the 
repairs do not come quite up to what they would if the extra 
five cars were hauled each day ; but there must be five trains 
over the line for each hundred cars, instead of four that might 
do the work. 


The cost of repairs per engine mile seems low, but the cost 
per ton per mile is increased, as an extra trip of engine and 
train-men has been required. In the same section may be a 
road where the full twenty-five cars are drawn with the same 
class of engine. It will be seen at once that the facts and the 
figures will not agree. This is not a fancy sketch, but can be 
found in almost every section of the country. Too many mas- 
ter mechanics, if they do not directly say work lightly, will 
rather encourage the men to do so; and the conductors, rather 
than have any trouble, or because they do not take the in- 
terest they ought to, let the trains go half or two-thirds 
loaded. 

A few years since a section of about fifty miles of a recently 
constructed road was worked by the contractors for a few 
months, the chief freight being supplies (iron, ties and tim- 
ber) for following sections. When turned over to the railroad 
company it took twice as many trains to move the supplies 
over this 50 miles as before, though the same engines and 
train-men were employed. In the first case the engines were 
loaded fully, while in the last they were ‘‘ worked lightly.” 

The reader will say this is a fault that can and should be cor- 
rected. This is true; but until it is, it has an effect to reduce 
the value of these ‘* performance sheets.” 

Other evils will be found on a close examination, which can, 
of course, be removed ; but will they be? All roads do not 
figure mileage under the same rules, and even on some di- 
visions of one road you will find that the systems do not agree 
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Locomotive Performance Sheets. 





To Tax Eprror or THE RAILROAD GAZETTE: 

The question, Are the ‘ statements of pertormances of loco- 
Motives” of any value? is often asked. The theoretical points 
have been canvassed in various articles in your columns, but 
there seems to be some practical points which have not thus 
far been examined. 

The real economy of working any line of railroad is not 
Vested by the least repairs, or least coal or oil per mile of en- 
sine, or by the road expenses per mile of road, or any other 
single item, but by a combination of all, and the cost per ton 
per mile of freight or per passenger per mile, One depart- 
ment should not be worked low at the expense of another. 
Regard, of course, should be had for the working expenses of 
*ach department, and its head should do all that can be done 
‘0 keep them down, but he should also know that the work 
done is what it should be. No doubt comparisons of working 
®xpenses of all kinds, between roads of like character, will 
thow in many cases where improvements can be made. Such 
comparisons would be of much more value, however, if sll 

toys were on the same basis. In too many cases— in 

ee ive department, for instance—the figures show 
better on the sheets than they do ir fact, if all the cir- 
Sumstances of the work done are taken into account, Each 
mechanic wants to show his skill and ability to work 
Fhe cheaply, and to that end permits many things that 
out, at the expense of the other departments of 

toud. His road has grades over which his engines can 

mn &n average, 25 cars, if worked hard. He tells his 

I saked to “work lightly,” and they will take but 20 cars. 
to take more they grumble and use a few expletives. 

















In short, a little more reliability in these reports and their 
value will be increased. A little more care for the general 
good and less for individual praise, and better results can be 
attained. It stands the roads of the West, at least, in hand 
to look after these minor items, and they may in a small way 
aid in reducing cost of working and come nearer satisfying the 
demands for cheap transportation than they are now able to 
do. Isit possible to have these matters figured out correct- 
ly? If not, better do away with the reports altogether, and 
thus save the printing bill at least. As now made, the majori- 
ty of master mechanics place little confidence in them. Each 
probably knows his own errors and thinks others are as bad as 
himself. Let each do his part and make his sheets correct, and 
he will he’p toward the desired end. x. 











































































The Victoria Bridge Again. 
Montreat, June 1, 1874, 
To THe Eprror or THE RAILROAD GAZETTE : 

The Victoria Bridge was opened for traffic in 1859, and thir- 
teen years afterwards Mr. W. W. Evans, taking Mr. James 
Hodges’ work on this bridge published in 1860, gives out to 
his private friends that “some of the long spans have sunk 
at the centres over six inches, and there is much anxiety felt 
for the security of the bridge.” 

Now this discovery of Mr. Evans reaching the public fifteen 
years after the completion of the bridge, would lead your 
readers to infer that some of the spans had subsided more 
than six inches since the completion of the structure, and the 
comment about the “anxiety” does not in such a condition 
seem unreasonable; but no, Mr. Editor, instead of this plain 




















deduction from an equally plain statement, Mr. Evans places 
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CARRICK’S SMOKE-BURNING APPARATUS. 


with each other. You will findin one place that the trains 
and engine mileage agree, while another road allows a freight 
engine 10 to 15 miles per day for switching, and another will 
allow an extra 6 or 8 miles for an hour’s delay at any one sta- 
tion. One allows an engine on construction trains 60 miles per 
day, another 100; while a yard engine gets 6 miles per hourin 
one place and 10 in another. A “ round-house” foreman re- 
cently said that he allowed his switching engines 12 miles per 
hour, though a note on the “ performance sheet ” said that six 
were allowed. ‘ 

A sheet recently examined of a road with about 200 engines 
showed nearly 600,000 miles run in the month, or about 3,000 
miles per engine. In fact, 10 or 15 per cent. of the engines 
were in the shop and did not run at all. About 80 of them 
averaged but about 2,000 miles, which would give nearly 4,500 
miles per engine for the balance, or 180 miles per day. Now and 
then an engine may have done this, but it is hardly probable 
that 100 engines did this for a month at a time. 

Each mile added to the showing in this way reduces the cost 
per mile seemingly, and appears to show well for the working 
of the engine department, but it does not reduce the cost 
per ton per mile; nor does the leaving out of what 
are termed ‘“‘exwraordinary expenses”—, e., the repairs due to 
accidents, &c.—and using only the ordinary repairs of the en- 
gines ; yet this is often done. Not long since the annual re- 
port of a prominent railroad company showed the cost of en- 
gine repairs in the Treasurer’s report about $60,000 larger tgan 
shown in the “‘performance sheet.” This $60,000 would have 
changed figures considerably. If all roads would do that way 
a comparison would not be so bad ; but when one uses proper 
mileage, proper repairs, and works its engines up to the 
proper extent, and another does not do either, we cannot ex- 
pect much good to come from the publication of the reports. 
In regard to fuel, the seme rule holds, for fictitious miles re- 





ported run increase the figures of miles run per ton of coal, 
































in our hands Mr. Hodges’ work and says “ this is all I know 
about it.” 

In Mr. Charles Bender’s pamphlet he says: “ It is reported 
the Victoria Bridge loses its rivet-heads in such numbers that 
pails filled with them can be noticed,” and in explanation of 
this assertion Mr, Bender shields himself by saying the state- 
ment was not on his authority, but made to him by a non- 
interested engineer of a bridge contracting company. 

Mr. Bender says he has been told that during winter the 
rivet heads had been seen lying on the ice, forming lines over 
the river, and a bridge engineer in Boston (another non-inter- 
ested professional) has told him “he had picked up rivet- 
heads himself when visiting the structure,” but evidently Mr. 
Bender has not heard, in his search for “ reports,” of the 
steamboat captain who in passing under the Victoria Bridge 
cleared his decks of passengers for fear of damage to life by 
the falling rivets. 

I do not wonder, Mr. Editor, that under such circumstances 
Mr. Bender should wish me to give a “ detailed and technical 
report,” but I must beg to decline the invitation from such a 
source. 

To Mr. Evans I would say, that as his information is gathered 
from Mr. Hodges’ work, and as that eminently practical en- 
gineer in giving his experience did not feel anxious about the 
results as given in the tables, I from subsequent experience 
feel equally secure, and as to the downward deflection of some 
of the tubes on the 10th of December, 1859, which (with the 
exception of the center tube) varied from 4% of an inch to 1% 
inches, I woul4 refer Mr. Evans to page 79 of Mr. Hodges’ 
work, where he says the difference of temperature of one day 
made a difference in the camber of one tube of 144 inches. 
Apply this to the deflections of the 10th December, 1859, and 
the result is so plain that Mr. Hodges evidently thought fur- 
ther explanation was unnecessary. 

I would beg to add, Mr. Editor, that although I am not here 
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as the adherent of any one form of truss, but merely denying 
false reports as to the stability of the Victoria Bridge, yet 
having had 15 years’ experience in the United States and 
Canada in the erection and maintenance of riveted girders, 
and in latter years the American (Phonixviile) trusses, I con- 
sider there is much room for a fair and honest discussion ; but 
in conducting this, we should abstain from references (unless 
duly vouched for by the writer and the authority given) and 
confine ourselves to personal experience, and our inferences 
therefrom. E. P. Hannarorp. 


Formula for Extending a Curve. 








Wooster, Ohio, May 12, 1874. 
To Tue Eprror oF THE RAILROAD GAzeETTE: 

In your issue of May 2 is published a formula for exten .ing 
railway curves. The following method, though but approxi- 
mately correct, I have frequently used on location, and find it 
quite convenient in field practice, from the fact that the 
operation is so quickly performed, and determives the point 
P when the angle B A Cis small, with sufficient accuracy for 


all practical purposes. I suppose most transit men have seen 
it, 





Ezample:—A tangent from a 5° curve at A passes through 
the point B; it is required to extend the curve to some point 
D, 80 that the tangent shall pass through a given point, C. 
Measure the angle B A CO = 12°56’; then as 59:12°56'::100 ft: 
258.7 ft., the distance the curve will have to be extended so 
that a tangent shall pass through the point 0. When the 
angle B A Cis large, this will be but an approximate P. T., 
but by taking a second observation of the angle of deflection 
from this approximate tangent to the point 0, and making the 
same proportional calculation as before,a P. T. can be de- 
termined that will be sufficiently accurate for most purposes. 

5..d. 
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John Edgar Thomson. 





When a man has occupied so long so prominent a place in 
the public view, and suddenly disappears from it, a clamor of 
wonder, sorrow, dismay, curious conjecturings and fore- 
bodings is heard. And if such a death happen in a day of panic, 
or when business is depressed, or in connection with exp oding 
bubbles of speculation, and revelations of financial insecuri- 
ties, such as teem in the news of every day from all parts of 
the United States and from many parts of Europe, it requires 
a stout heart and a steady head to resist the general impression 
that bad times are coming to replace the good; that all kinds 
of fry y are insecure. 

ut the experience of only a Lacage ig A long life suffices to 
invest the heart with this stoutness and to fortify the imagi- 
nation with solid arguments of oft-repeated facts, proving 
that nothing new or — has really happened, and no un- 
wonted calamity is impending either over the State or any 
worthy citizen of it. 

The death of John Edgar Thomson need surprise no 
one, for it has long been expected by those of his acquaint- 
ance. He had lived but 66 years, but was really an old man, 
made old by continual mental occupation in one single class 
of affairs, without those intermissions and relaxations which 
a variety of intellectual and social interests aftords. He was a 
man of one set of ideas, and naturally grew old earlier than 

otherwise He was an engineer, a railway president, par 
excellence, solely and wholly, and nothing else. It was his 
birthright, his edncation, his pride, profit and amusement. 
Of course his accumulations of professional information were 
enormous, While they furnished him with tools and weapons 
in the work and fight of life, they also surrounded him with 
motives for caution and hesitation, which made him as notori- 
ously conservative, and slow to execute, as he was notoriously 
and sometimes grandly enterprising, and obstinate in over- 
coming all obstacles to the execution of his purposes. 

The trait of character most noticeable by those who had 
dealings with him was his taciturnity, his unwillingness to 
allow his own thoughts to be known, while displaying infinite 
pitience in listening to the opinions, desires, hopes, . fears, 
plans and proposals of others. Much of his reputation, much 
ot his really extraordinary influence over the railway world 
was thus acquired. But those who knew him well ascribed to 
him mental powers of a high order. 

This is cortain; he had that great faculty of a general, a 
mg judgment of the characters of those about him ; 80 that 

e usnally secured the best aid. And, to his honor be it said, 

he was habitually legal to the recipients of his confidence when 
once bestowed. e defended them (silently) against de- 
famers and protected them against supplanters, 
Tt is as much due to this trait of Mr. Thomson’s nature as to 
other men and causex« put together that a genuine, general 
and uninterrupted system of civil service governed and in- 
spired the Pennsylvania owen gps Its employees have been 
pri ill paid, but w= ll have always been paid. They rose 
slowly from one grade to another, but it was their own fault if 
they did not rise surely. The road breeds its own brood, and 
8 it with the watchful instinct of a hen. The Pennsylvania 
Railroad has been a serninary of civil engineers ; has provided 
fey mene eage managers, vice-presidents and presidents for 
half the other railways of the United States. It has had a 


long and noble career, dating chiefly from the accession of | the papers ard reports presented. It is hoped that members 


John Thomson to the presidency of the company. 

The wisdom of Mr. Thomson’s later operations is to be the 
theme of heated discussions; everybody foresees it. But 
whatever the verdict of impartial and all-pronouncing time 
may be, few men—perhaps no man connected with the rail- 
way history of our age—will take the reward or the punish- 
ment of that verdict so entirely on themselves as John Edgar 


Thomson Bid he was nan any in the exercise of power, and | terest as may be presented. 


while he gees poten nore 
own career. Even when enfeeble sease he retained power 
for the love of it and of the interests which it Tepeesanted. 
How could he resign, when he proposed to do 80, some few 
years ago, at the zenith of his glory, and hand over the im- 
mense machine which he had in so large a degree thought 
out and built up and kept in operation to another master 
hand? Yet had he done so, this marvelously successful 
life would be written now in history a still more perfect suc- 


cess. 
For the last two or three years the life of John Edgar Thom- 
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ouse. Every department of the railroad has liad its separate, 
accomplished and responsible chief, trained in the traditions 
of the growth and consolidation of the railroad, and fully com- 


functional life of the road was concerned. He took the most 

earnest and particular interest in every part of it up to the 

time of his death; but it was the sort of interest which the 

father of a family takes in the various business of his many 

sons established in business. 

It is not to be wondered at, therefore, that although when 

his death on Thursday was announced there was a sudden 

and violent access of stock gambling on change, and not less 

than 30,000 shares of Pennsylvania changed hands or seemed 

to do so, the real value of the stock was so little affected by 

it in public opinion that quctations fell no more than 1% in 

all, a fall two-fifths of which was recovered before tie trans- 

actions closed. Nothing could be more strongly in contrast 
with the effect of the recent death of Colonel Phillips, in 

Pittsburgh, in destroying the market value of roads under his 
control. 

What is the state of the case? Simply this, John Edgar 
Thomson, born in 1808, made engineer of the Columbia Rail- 
road in 1827—transferred to the Camden & Amboy in 1830— 
chief engineer of the Georgia Railroad in 1836—and chief 
engineer of the Pennsylvania Railroad in 1847—was made 
President in 1852, when a single track between Philadelphia 
and Pittsburgh, with an equipment of 26 engines, 44 passenger 
cars, and 460 freight cars, earning $754,674 per annum, repre- 
sented a capital of only $8,000,000. Now, after twenty-two 
years of management by the president, four vice-presidents, 
and the most honest, sober-minded, intelligent, efficient, atten- 
tive set of directors that any railroad in the world has bad the 
good fortune to possess, the annual earnings of the road have 
increased from less than one to nearly twenty-five millions of 
dollais, and the capital from eight to one hundred and forty 
millions. Its annu:l business is represented by 10,000,000 tons 
of freight and 6,000,000 passengers. Its equipment consists of 
1,100 locomotives and 27,000 cars. It has terminal properties 
and facilities on the grandest scale at New York, Philadelphia, 
Baltimore, Washington, Erie, Cleveland, Toledo, Chicago, 
Pittsburgh, Cincinnati, Louisville and St. Louis, and its con- 
nections are completely under its control with the South to 
New Orleans. 

No wonder that the death of its great President produces a 
mere ripple on the surface of the ocean of its affairs.— United 
States Railroad and Mining Register. 


Annual Convention of the American Society of Civil 
Engineers, 





The following circular has been issued: 


No, 63 Wii1AMm Street, N. Y., June, 1, 1874. 
Dear Siz:—The sixth annual convention of the society will 
be held in this city, June 10 and 11, and followed by an ex- 
cursion to the Pennsylvania coal fields, June 12 to 15. 
The Convention will be called to order on Wednesday, June 
10, at 10 o’clock a. M., as a special meeting of the Society for 
the reading of papers, submission of reports, discussion of 
professional subjects, and any recommendation for the 
uture action of the Society—the session to continue through 
that day and (perhaps) evening,and held at Tammany Hall, 
in Fourteeenth street, between Third and Fourth avenues, 
Papers are announced as follows—Others are also ex- 
rected: 
‘ The Resistance of Beams to Flexure—By Gen. J. G. Bar- 
nard, of New York, 
The Teredo—By G. W. R. Bayley, C. E., of New Orleans, 


a. 
Bridging a Bottomless Swamp—By John M. Brown, C. E., of 
Auburn, N. Y. 

The Education of Civil Engineers—By Thomas C. Clarke, C. 
E., of Philadelphia, Pa. 

Notes on Surface Condensers—By W. B. Cogswell, of 
Syracuse, N. Y. 
Method of Putting in the Foundations of the Brooklyn An- 
chorage of the East River Bridge—By Francis Collingwood, 
C. E., of New York. 

Erection of the Illinois & St. Louis Bridge—By Theodore 
Cooper, C. B., of St. Louis, Mo. 

The Conflagration now Existing in the Coal at the Kidder 
Slope—By Martin Coryell, C. E., of Wilkesbarre, Pa. 

Construction of the Williamsburg Reservoir—By Emory C, 
Davis, C. E., of Northampton, Mass. 

Upright Arched Bridges—By James B. Eads, C. 
Louis, Mo. 

Steel Rails, and the Comparative Cost of Labor in keeping 
up Tracks with Iron and Steel Rails—By H. A. Gardner, C. E., 
of Jackson, Mich. 

A Note on Rolling Friction—By Charles Macdonald, @. E., of 
New York. 

The Bearing Support of Compressible Soils differently 
Saturated—By Hon. W. J. McAlpine, of Albany, N. Y. 

The Economy of Transportation of Freight by Railway—By 
William P. Shinn, C. E., of Pittsburgh, Pa. 

Strains in Draw- Bridge Spans an Turntables—By C. Shaler 
Smith, C. E., of St. Louis, Mo. 

The Improvements of the Water Frontof New York . By John 
D. Van Buren, Jr., C. E., of New York. 

The Utica Lift-Draw Bridge—By 8. Whipple, C. E., of Al- 
bany, N. Y. 

The Use of the Plane-Table for Railway Surveys—By H. F. 
Walling, C. E., of Boston, Mass. 

Reports from committees, as follows, will be called for : 

On Tests of American Iron and Steel—Chairman, Gen. W. 
Sooy Smith, of Chicago, Ill. 

On the Form, Weight, Manufacture and Life of Rails—Chair- 
man, Ashbel Welch, C. E., of Lambertville, N. J. 

On the Means of Averting Bridge Accidents—Chairman, 
James B. Eads, C. E., of St. Louis, Mo. 

On a Plan for the Increase, Maintenance and Preservation of 
an Engineering Library and Museum—Chairman, Horatio 
Allen, C, E., of Orange, N. J, 

On the Failure of the Dam at Williamsburg, Mass—Chair- 
man, James B. Francis, C. E., of Lowell, Mass. 

Opportunity will be given for comment and discussion on 


E., of St. 


will generally take part therein. If necessary, an extra ses- 
sion for this purpose will be held at 8 o’clock Wednesday 
va. 

On Thursday, June 11, at 10 o’clock a, m., the Society will 
proceed in a body to Hoboken, N. J., upon theinvitation of W. 
W.Shippen, Esq., to visit the Stevens Iron Clad Battery, the 
Stevens Institute of Technology, and such other points of in- 


at Hell Ga 
returning either by train over the line of t 
Improvement to the Grand Central Depot, or by boat to a con- 
venient point of landing on the East River, arriving in time 
for the Annual Dinner at Tammany Hall at 8 o’clock p. m. 

On Friday, June 12, at 8 o’clock 4. m., the excursion to visit 
the Wyoming Coal Basin will leave Hoboken, N. J., by the 
Delaware, Lackawanna & Western Railroad, to arrive at 
Scranton at 2 o’clock p. m.; dine at 8 o’clock ; visit the Pine 





son has been of no more importance to the great co fh 
and its many roads, than the life of a sleeping partner in ; 


Shaft Colliery at 6 o’clock, and remain in Scranton that even- 


t 
etent to act without advice or command. For several years | 0 L i 
r. Thomsun has been but nominal President so far as the | Baltimore Mine, the Empire Shaft and Breaker. Sunday will 


ceat commercial house is to the business prosperity of the | will leave by the Central Railroad of New Jersey, visit the Ash. 
Ft ley Machine Shops and the inclined planes on the way, and 
arrive at Wilkesbarre at 11 o’clock; 


it the Wire Rope Fac- 
ory at 1 o’clock ; dine at 3 o’clock, and spend the remainder 
f the day in a carriage ride about the city and a visit to the 


be spent in Wilkesbarre. On Monday, June 15, at 8:30 o’clock 
a. m., the party will leave by the Lehigh Valley Railroad for 
Mauch Chunk, to arrive at 10:55 o’clock, take a ride over the 
Switch Back, dine, visit the South Bethlehem Steel Works, the 
Zinc Works, and leave at 6:05 o’clock, by the Lehigh Valley and 
po ee Railroad of New J ersey for New York, to arrive at 9:45 
o’clock. 
Transportation for this excursion is kindly furnished by the 
railroads named. Members of the party who wish to return to 
New York Saturday evening, can do so. 
On Wednesday, at the Convention, will be announced a full 
programme of the subsequent proceedings, and of the excur- 
sions. 
That preparations may be completed in time, members are 
requested to giva early notice whether they will visit Ste. 
vens Institute and Hell Gate, attend the dinner, invite a guest, 
and accompany the Wilkes Barre excursion; also, to announce 
to the Secretary their arrival in town. 
Transportation to and from New York over the le 
routes for members attending tbe Convention has been ar- 
ranged, Vouchers therefor are now being distributed to those 
who responded to the circular of May 15. Applications by mail 
or telegraph may still be made to either member of the Com- 
mittee on Transportation or to the Secretary. 
The Committees are as follows : 
Of Arrangements—The President, Col. Julius W. Adams, 
Gen. George 8. Greene, Mr. wm. E. Worthen, Col. W. Milnor 
Roberts, and the Secretary, Mr. Gabriel Leverich. 
On Invitations—Gen. J. G. Barnard, Hon. William J. McAl- 
pine and Mr. Thos. C. Clarke. 
On Reception and Local Arrangements—Mr. Alfred P. Bol- 
ler, Gen. Quincy A. Gillmore, Messrs. John D. Van Buren, 
dr., Thomas F, bowtend, William W. Maclay, Theodore Wes- 
ton and Arthur Spielmann. 
On Procuring Papers (Standing Committee on Library)— 
Mr. Charles Macdonald, Prof. De Volson Wood and Mr. Francis 
Collingwood. 
On General Transportation—Mr., O, Chanute, Chief Engineer 
Erie Railway, New York; Gen. I. M. St. John, Consulting En- 
ineer Chesapeake & Ohio Railroad, Quinnimont, Fayette Co., 
a.; Mr. Walter Katte, Engineer Keystone Bridge Co., St, 
Louis, Mo.; Mr. Thomas D. Lovett, Consulting Engineer Cin- 
cinnati Southern Railroad, Cincinnati, O.; Mr. Charles Paine, 
General Superintendent Lake Shore & Michigan Southern 
Railway, Cleveland, O.; Mr. Alexander J. Cass:.tt, General 
Manager Pennsylvania Railway, Philadelphia, Pa.; Mr. William 
P. Shinn, Edgar Thompson Steel Works, Pittsburgh, Pa.; Mr, 
Ed. M. Reed, General Superintendent New York, New Haven 
& Hartford Railroad, New Haven. Conn.; Col. altred L. Rives, 
General Superintendent Mobile & Ohio Railroad, Mobile, Ala.; 
Mr. M. G. Howe, Chief Engineer Houston & Texas Central 
Railroad, Houston, Tex.; Mr. Joseph P. Davis, City Engineer, 
Boston, Mass.; Mr. Theophilus E. Sickles, Chief Engineer 
Union Pacific Railroad, (»xmaha, Neb.; Mr. Mendes Cohen, 
President Pitisburgh, Washington & Baltimore Railway, Bal- 
timore, Md.; Mr. Jacob M. Clark, Resident Engineer Central 
Railroad of New Jersey, No. 119 Liberty street, New York; 
Col. John G. Clarke, Richmond, Va.; 8. T. Fuller, Chief 
neer Philadelphia, Wilmington & Baltimore Railroad, Phi 
delphia, Pa.; Mtr. George E. Gray, Chief iS ey Southern 
Pacific Railroad, San Francisco, Cal.; Col. H. D. Whitcomb, 
Chiet Engineer Chesapeake & Obio Railroad, Richmond, Va.; 
and Mr. D. J. Whittemore, Chief Engineer Milwaukee & Bt, 
Paul Railway, Milwaukee, Wis. 
On Wilkes Barre Excursion—Messrs. James Archbald, H, 
Stanley Goodwin, Frederick Mercur and Martin Coryell. 
On Finance (Standing Committee, —Mr. John Bogart, Col. 
W. Milnor Roberts and Gen. Theo, G. E'lis. 
Respectfully submitted, G. Levericu, Secretary. 





Causes which Produce Differences in the Cost of 
Railroad Transportation. 





From Mr. Albert Fink’s ‘* Cost of Railroad Transportation ” 
we extract the following : 


The mode generally adopted to wages or estimate the cost 
of railroad transportation is to state the proportion of the 
operating expenses to the anne. This may be sufficient 
to. the bond or stockholder to enable him to ascertain whether 
the net earnings are sufficient to meet inter st and pay divi- 
dends, but it does not give any data on which a judgment can 
be formed as to the economy in the cost of operating the 
road. This cost may exceed the gross earnings, and yet the 
road may have been worked in the most economical manner ; 
and on the other hand, net earnings of more than fifty per 
cent. may be shown while the road was worked with no econo- 
my. To ascertain whether a road is as cheaply operated as is 

racticable we must analyze in detail every item of expendi- 
ure, and see whether it has been reduced to a minimum. 

1t will therefore be necessary to consider carefully the de- 
tails of cost, and thus to resort to a great many figures, which 
may at first deter the general reader from pursuing the study 
of this subject ; but to encourage him I will hold out the - 
that order and clearness will arise from the apparent confi 
sion. 

The different causes which prodace differences in_ the cost 
of railroad transportation on different roads, or on the same 
road at different times, may be divided under the following 
general heads : 

I. The character of the road ; 
II. Cost of labor and material ; 
III. The speed of trains ; : 
IV. The amount and nature of the business of the road; 
V. The cost of the road and equipment. 3 

In order to ascertain how far these causes, singly and = 
bined, influence the cost of railroad transportation on the om 
or on different roads, it is necessary to establish a unit ot “v 
parison. The first that nawurally suggests itself is the ee 
transporting one ton of gross weight one mile, and by the a 
gross weight is meant the weight of the article transport 
of the vehicle on which it is transported. : cost 

We are, however, more directly interested in learning the 
of moving one ton of net weight per mile, as well 48 We", 
of transporting one passenger per mile, Butin speaking © 
cost of transporting one ton of gross or net weight or one 
senger one mile, we have to do with very small figures ine cost 
we desire to dissect every item of expense making up ‘L not 
of moving one ton per mile (some of which items 


t 2 o’clock p. m. a steamboat | amount to the 1-500,000 part of the total cost), it will phy 
to counsel pursued inflexibly his | excursion will start on a tour of inspection to the new docks at | ferable to adopt a larger unit of comparison; and 6 
the Battery, the East River Bridge, and the submarine works | have selected the cost of running one train one mile. 
a reaching Harlem Bridge at 54% o’clock p. m., and 1 will not | , 
he Fourth Avenue | cost of tra nsportation, which is in direct proportion 


: : the 
This unit of comparison will not only serve to compar cos 


oer train mile (provided the comparison 18 instituted 
tls two trains carrying the same number of toms © 
weight), but it will also serve as a measure of comp trail 
other characteristics of a road. Thus the number oy 
miles run over a read, the amount of freight ca in 
train, etc., form the chief characteristic features wi 
fluence the cost of transportation to a very great ogre ous 
We will now proceed to consider more in detail the ip cost 





ing. On Saturday, June 13, at 7:35 o’clock a. m., the party 
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of railroad transportation on different roads, or on the same 
road at different times. 


I, THE CHARACTER OF THE ROAD. 


Tis Length, Curvature, Grades (Height and Distribution) ; the 
Manner of Construction of Road, Permanent or Temporary ; 
the ie of the Country as Influencing the Cost of Mainie- 
nance, etc. 

The grades and curvatures of a road determine the net load 
(the number of tons of freight or the number of passenger 
cars) that an engine of a certuin power can draw, On the com- 
paratively level roads in the West an engine of 16x24 inch 
cylinder can readily draw 45 loaded freight cars, each contain- 
ing ten tons net, or 450 tons per train, On the Southern Di- 
vision of the Main Stem of the Louisville & Nashville Railroad 
an engine of the same power draws only 17 cars, while on the 
Northern Division of the South & North Alabama Rai an 
engine of the same power could draw only 18 cars. 

upposing, for sake of comparison, the cost of running train 

r mile to be the same on these several roads, and ass’ 

he cost of moving one ton per mile to be one cent on the leve 
road, the cost per ton per mile on the Louisville & Nashyille 

Railroad would be 450-170 = 2.58 cents, and on the South & 

North Alabama Railroad 450-130 = 3.54 cents per ton per mile 

the difference in cost being due to difference of grades an 

curvatures of these several roads. 

To some extent the disadvantages of the heavier grades can 
be overcome by the use of more powerful locomotives, involv- 
ing, it is true, increased expense, but not in proportion to the 
increased service performed. 

Thus on the Louisville & Nashville Railroad a freight loco- 
motive of the heaviest elass draws 24 cars, and on the South 
& North Alabama Railroad 19 cars. Supposing the cost 
train mile to be the same, the comparison of the cost per ton 
carried one mile woul1 give the following results: If on the 
level road the cost were one cent per ton per mile, on the 
Louisville & Nashville Railroad it would be 450- = 1. 
cents, and on the South & North Alabama Railroad 450-190 = 
2.47 cents. 

These few examples will be sufficient to illustrate the effect 
of the difference in curvatures and grades upon the cost of 
transportation on different roads. 

The cost of maintaining the road-bed, ballast (if any), 
bridges, depot-buildings, water-stations, etc., depends in a 
measure on the permanency of the construction; but, as will 
be seen hereafter, expenditures on this account do not produce 
the same differences in the cost of transportation on different 
roads as grades and curvatures do. These items sf cost are 

uliar to each road, and no general rule can be established 

y which they could be ascertained beforehand, but must be 
taken from experience in each case, 


It, COST OF LABOR AND MATERIAL, 


An examination of the difference in cost of transportation, 
arising from variations in the cost of labor and material em- 
ployed, shows that while there is not much difference in the 
wages paid to skilled labor, there is often a difference of fifty per 
cent, in the cost of common labor. On some roads only $1 r 


day is paid; on others $1.50, and sometimes more. his 
induences considerably the relative cost of road repairs, on 
which a large amount of unskilled labor is employed. The 


greater difference occurs, however, in the cost of cross-ties 
and fuel, particularly in the latter. On the Pennsylvania 
Railroad the average cost per train mile in 1872 for fuel was 
6,5 cents, while on the Lake Shore & Michigan Southern 
Railroad in the same year the cost was 14.8 cents, and on the 
Bhston & Albany Railroad 20.8 cents. 
On the latter road the average number of tons of net 
freight carried in one train is 81, showing that for every ton 
ed on that road the cost is greater than the cost on the 
Pennsylvania Railroad—"*° = .176 cents—on account of 
the difference in cost of the fuel, while assuming in this com- 


parison that the quantity of fuel consumed per mile be the 
same, 


III, SPEED OF TRAINS, 


From the aeons extracts from Tables I and [II will ap- 
pear the relative cost of moving one gross ton of weight one 
mile on freight and passenger trains: 


— = — 


eT Eee ee 
1869. 1870, | 1871. |1872, 1878, 














1867. | 1868. | 

SOR a ete eee eee es oe 

Main Stem. oad ome pac cents, joonta. cts, cts. 

Freight (line 88 table 1) | 0.887 | 0.822 | 0.707 0,613 | 0.667 (0.652,0.615 

Passenger =e 71 tab 1) | 1.670 | 1.560 | 1.440 1.440 | 1.820 |1.280)1.270 
Percent. of cost of fr’t | | 

to Passenger....... 53; 49 49 60 45) 48 
Memphis Branch. | | | 

Freight (line 89 tab ITT) | 1.082 | 0.929 | 0.718 | 0.763 | 0,816 |.....1, ooee 

Pase’r (line 69 tab III) | 9.141 | 1.914 | 1.299 | 1.572 1.622 |.....|....- 
Per cent of cost of fr’t | | 

to Passenger....... | 50 48, 55 48 60 |..... peices 





after, that aided in the reduction of expenses per ton per 
mile; but the chief cause was the increase of business. 

But not only the amount, but also the nature of the busi- 
poy influences greatly the cost of transportation on different 
roads, 

On some roads a large proportion of the freight is carried 
in one direction and ove small proportion in the other ; on 
other roads the amount of traffic may be more evenly balanced 
in opposite directions, Suppose a road on which the freight 

¢ is allin one direction, and ther on which it is the 
same both ways; the average load of a train would be twice as 
much on the latter road as it is on the former, and under the 
supposition that the cost per train mile was the same, the cost 
per ton would be only one-half. 

On a road which does only a local business the average load 
carried in trains will be less than on a road where there is a 
large amount of business carried over the whole length of the 
road in both directions, and the cost of transportation of local 
freight will be so much greater. Thus, referring to Table Il 
line 77, it w ll be seen that the average number of tons carri 
in one train on the Knoxville Branch, a mere local road, aver- 
ages from 52.55 to 68.66 net tons per train during seven years, 
while on the Main Stem, over which a large amount of through 
business is transacted, it varies during the same period of 
time (see Table I, line 76) from 89.85 to 110.75 tons per train. 
No greater number of trains are run on the Knoxville Branch 
than is absolutely ry to tr t the business, and it 
is on account of the peculiar nature of the business that makes 


it impossible to c the same net load on each train as is 
carried on the Main Stem. 








V. THE COST OF THE ROAD AND EQUIPMENT, 
And Consequently the Interest on the Investment Chargeable to 
the Operating Expenses, 

This item of wee belongs to the class called ‘‘ constant 
expenditures.” is a fixed amount per annum, distributable 
according to the amount of work done on the road; the great- 
er the number of train miles, the less the amount of intercat 
chargeable to the cost of each train mile, aud the less the cost 
per ton per mile.* 

To illustrate the effect of the interest account on the cost of 
transportation reference is made to Table I, line 7, which 
shows that in 1867 the yearly interest on the cost of the Main 
Stem of the Louisville & Naehville Railroad was 50.05 per cent. 
of the other operating expenses ; and, although the cost of the 
road in 1873 had been increased more than two millions of dol- 
lar» (on account of the increased facilities required by the in 
creased business), the annual interest of 1873 was only 37.87 
od cent. of the operating expenses. The interest chargeable 

each ton of freight carried one mile in 1867 (see Table I, 
line 84) was 1.14 cents, and in 1873 it was 0.55 cents. 

By reference to Table II, line 7, it appears that on the 
Knoxville Branch the interest during the seven years from 
1867 to 1878 varies from 99.44 to 191.03 per cent. of the 
operating expenses, and the interest chargeable to movin 
one ton of freight per mile on that road varies from 2.38 to 
cents. (See Table II, line 82). 

On the Richmond Branch the interest varies during the 
five years of its operation from 127.34 to 243.12 per cent. of the 
cost of operation, and the cost per ton carried one mile, in- 
cluding the interest, is from 7.62 to 11.56 cents. (See Table 
IV, lines 5 and 91.) 

On the Pennsylvania Railroad the cost of one ton per mile 
in 1872 was 0.83 of one cent, and including interest 1.05 
cents. 

To show at a glance the characteristics of roads, and the 
diversity in the cost of transportation arising therefrom, the 
following table has been prepared from the annual reports for 
1872 of the railroad companies named below. The interest has 
been calculated at the rate of seven per cent. on the cost of 
each road as stated in the reports. 



























































This statement shows that the cost of one gross ton per mile 
On passenger-trains is about twice as much as on freight- 
trains, while the speed of the passenger-trains is two to two- 

-one-half times as great as the speed of freight-trains. 
is will serve as an illustration of the effect of speed upon 
the cost of transportation. 
VY, THE AMOUNT AND THE NATURE OF BUSINESS TRANSACTED, 
AND THEIR INFLUENCE UPON THE COST OF TRANSPORTATION, 


The operating expenses may be divided into three classes : 
t, certain expenditures must be incurred, whether one or 
one hundred trains pass over a road; the road-bed must be 
t in order, bridges in repair, ditches clear, cross-ties and 
et wood-work replaced when decayed, etc. This class of 
*xpenditures, entirely independent of the number of trains 
4 over a road, I will hereafter term ‘‘ constant expendi- 
When distributed over a larger number of train 
the average ccst per train mile, and consequently the 
© cost of transporting one ton or one passenger per 
thereby reduced. 
era second class of expenditures may be comprised all 
tare in some measure reduced with the increase of the 
tumber of train miles, but not in the same prepcetion. To 
Glass belong the general expenses, superintendence, the 
cost of adjustment of track, the cost of agencies, etc. 
tion dclass of eupoamihares increases in direct propor- 
pop Aa ember ot trains over a road are =m od bad 
88 Delong engineers’ wages, engine repairs, fuel, etc. 
{heousidering the items of cost which make up the cost per 
Por mile this subject will be more particularly referred to. 
nn pri sent it suffices to refer merely te the general prin- 
a governing the difference in the cost of transportation 
pope which the amount of business differs. 
an illustration of the effect of increased business on the 
of the cost of transportation we will refer to Table I. 
th line of this table it will be seen that in 1867 8.55 
daily run over the Main Stem of the Louisville & 
‘Railroad. From that time on there has been a 
inthe number of trains, and in 1873 17.49 were run 
over the road. During the same period the expenditures 
t-train mile were reduced (see line 58) from $1.97 in 
Ne mile 1”, 1873, and the cost of carrying one ton of treight 
(see line 83) from 2.19 cents in 1867 to 1.44 cents in 
There were other causes, which will be referred to here- 
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Column 1 shows the number of daily trains over the road 
indicative of the amount of business transacted.t Columns 2, 
8 and 4 show the cost per train mile. Column 5 shows the num- 
ber of net tons of freight hauled in each train, depending on the 
nature of the business and character of the road, Column7 
shows the percentage of the interest to the operating ex- 
penses, depending on the cost of the road. Column 6 gives 
the cost per ton per mile for operating expenses without in- 
terest, a Column 8 with interest, as the final result of the 
various characteristics of each road. ‘ 

This general view of the causes that bring about such a 
great diversity in the cost of railroad transportation, the ser- 
vice performed being the same, viz., the movement of one 
ton of freight over a distance of one mile—must necessarily 
lead to the conclusion that it is impossible to secure uni- 
formity in rates for railway transportation, with due regard 
to the rights of the parties performing the service, 


*The interest has been computed at the rate of seven per cent. per 
anunvm. It should prebene have been computed at ten per cent.; but 
for the purpose of illustration the rate of interest is immaterial, 
and corrections can be readily made b) those who prefer to adopt a 
different rate. 


tIt is som: what surprising to find that the average number of tons 
carried on the freight trains of the New York Central,a road with 


light grades, is not greater than it appears from the rt of that 
pth for 1872. This may be accounted for by the fact that 
freight trains ere run with greater speed and perhaps with lighter 


locomotives than are used on roads with heavier grades, The cost 
per ton per mile would be increased from these causes, as fully ex- 
plained elsewhere, 

tUnf rtanately in this average are incluced the trains on the 
branch roads of the trunk lines, which roads are sometimes longer 
than the main line, and as there are compar'tivesy few trains run 
over them, the average number of da'ly trains is ay | much reduced. 
No information is given in the reports, except for the Pennsylvauia 
Railroad, enab! us to ascertain the number of daily trains 
over the main line, which on that road was 80 (or 40 in each direction) 
in 1872, 


in Congress. 





Transportation 





In the Senate on the 27th : 
The Senate bill to authorize the Baltimore & Ohio Railioad 





Company to construct a branch and to change the location ot 
its road in the District of Columbia was en up 
cussed at some length, and over to the 29th. - 

Mr, Frye, from the Judiciary Committee, reported 

. Frye, from the mittee, a bill to 

enable the Ccntral Branch Union Pacific Company ‘o 
submit its claims — the United States under existin 
laws to the Court of . Points of order were raised tha 
it should first be submitted to the Committee of the Whole. 

The pies, ha caused the bill to be again read, sus- 
tained the point of order on two grounds: First, that it re- 
ferred the claim of the Railroad Company to the Court of 
Claims ; second, that it extended the time for the completion 
of the road. Such land bills, extending land grants, had 
always been heid to be subject to all the rules to which the 
original bill had been subject. The bill was accordingly re- 
pte to the Committee of the Whole on the State of the 

nion. 

In the Senat» on the 29th : 

Mr. Davis, of West Virginia, called up the bill to authorize 
the Baltimore & Ohio Railroad Company to construct a branch 
road and tochange the location of its road within the District 
of Columbia. He submitted an amendment providing that 
the whole of the branch road to be constructed in the District 
should be outside the city of Washington. Agreed to, and the 
bill was passed, 

In the Senate on the ist of June: 

Mr. Windom, of Minnesota, from the Committee on Trane- 
portation, reported back a bill to provide for a Bureau of In- 
ternal Commerce, with an amendment in the nature of a sub- 
stitute. Placed on the calendar. 

Mr. Kelley, of Oregon, from the Committee on Public Lands, 
reported favorably on the bill providing for the permanent 
location of the southern terminus of the Sregen Central Rail- 
road, and to amend the act granting lands to aid in the con- 
struction of a railroad and telegraph line from Portland to 
Astoria and McMinnville, Oregon, aced on calendar. 

Mr, Windom, in calling up the Indian Appropriation bill, 

ave notice that as soon as it was disposed of be would call up 
the resolutions reported from the Select Committee on Trans- 
portation, providing for new surveys for the projected lines of 
interior water communication, 

Mr. Wright, of Iowa, introduced a resolution instructing the 
Committee on Transportation to inquire whether any legisila- 
tion is required to regulate commerce passing from one State 
to another across navigable streams, and to report by bill or 
otherwise. Agreed to, 

In the House on the Ist: 

Mr. Whit, of Alabama, introduced a bill granting public 
lands to aid the Warrior & Tennessee River Railroad. 

Mr. Wells, of Missouri, from the Committee on Pacific Rail- 
roads, moved to suspend the rules and the bill requirin 
the various branches of the Pacific Railroad to be run an 
operated as @ continuous line of railroad, and providing penal- 
ties tur making discriminations against other companies, and 
declaring the Denver Pacific Railroad a part of the extension 
of the Kansas Pacific. Agreed to without a division. 

Mr. Williams, of Michigan, moved to suspend the rules and 
pass the bill for the collection from the Pacific railroad compa- 
nies of the 5 per cent. tax of their net earnings, as providid 
by the sixth section of the Pacific Railroad act of July 1, 18:2, 
Agreed to without a division. 

n the Senate, on the 2d: 

Mr. Windom, from the Committee on Transportation, rc- 
pores a substitute for the House bill to regulate comme: ce 
7 teens among the several States, Placed on the gal- 
endar, 

This substitute provides that every line of railroad extend- 
ing into or through two or more States, and employed in ¢ ,r- 
rying freight between points in different States, or to or from 
any foreign country, whether owned and operated by one or 
by several corporations or persons, shall kee | mw in each 
of its stations and depots a full classification of freights and of 
its charges per mile for every distance for which it recei\. 
freight for transportation; and the rates so established aud 
posted shall be the lawful rates it shall charge in every can, 
except for Government transportation and for charitable p:.:- 

es, 80 long as said schedules remain unchanged; and 
Bo da s’ notice must be given of any intended change of the 
schedule rates. The bill prohibits any and all discriminatio ¢ 
in charges for like services performed for different shippe ., 
or any discriminations in the delivery of freight, exce, t 
seeeeding to the priority of shipment. I[t is also provid d 
that the railroad company receiving a for transportation 
over other roads in addition to its own line shall be responsi- 
ble to the shipper for the safe delivery of the freight at its 
destination. ach violation of any of the foregoing provisious 
is to be punished by a fine of not less than nor more than 
$5,000. 


The Suez Canal, 


The French journal, the Zeonomiste, publishes some statistis 
concerning the Suez Canal. It is now four years and a half 
since the canal was opened, and from that time the traffic has 
been as follows: In 1870, 486 vessels, 435,000 tons; 1871, 765 
ships, 761,000 tons; 1872, 1,082 ships, 1,160,000 tons; 1873, 1,173 
ships, 1,380,000 tons. During the first three months of this 
year the number of ships was something lower than last year, 
but the tonnage increased by 12 per cent. The hopes which 
France entertained with regard to the canal have not been 
realized; the idea was that Marseillos would monopolize the 


transit, and make France the thorovghfare for the traffic of 
the Suez Canal, Instead of that, the French flag occupier a 
very low place among those of the nations using the canal, 
Out. of the 1,082 ships which passed through the canal in 1872, 
861 were English, 80 French, 66 Italian, 61 Austrian, 33 ‘Curk- 
ish, 16 Germap, 13 Dutch, 40 Portuguese, 10 Russian, 
ete. Thus the French flag only represents one-thirtec nth 
of the canal fleet, and, moreover, almost all of the French ships 
belong to a company subsidized by the State—the Messageries 
Maritimes—and the list also comprises the men-of-war 
en route tor Cochin-China and other French posses- 
sions. The more alarming feature is the continuously de- 
creasing figure of the French ships that pass through tie 
canal, And yet the work was done with the capital of French 
shareholders chiefly, who for some years past have a cn 
neither dividend nor interest. The total cost amounted to 
$44,000,000 franca, (15, sewers of which 256,000,000 was fur- 
nished by France alone, and the remainder by the Egypti n 
Gover t. The prospects of the shareholders have stil 
further declined, in consequence of the late decisions of the 
International Conference, which cripple the receipts of the 
canal, the tolls being no longer raised on the gross burden, 
but on the official net tonnage, This system will reduce the 
revenue of the company fifteen per cent., esp cially as the mer- 
of-war and ships in ballast, which form one-fourth of the cau.l 
shipping, are free from the additional dues of three francs per 
ton. Thus the company will be unable to pay either tLe 
arrears or the current coupons, and the necessary repairs will 
have to be neglected to a certain extent. An expenditure of 
30,000,000 francs would be required now for improving the 
condition of the canal but under the present circumstances 
the shareholders cannot be expected to make fresh sacrifices. 
The Economiste, in ref sting to the precedent of the E\sinore 
Sound, thinks that it would be just for the seafaring nations to 
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recoup the shareholders and make the canal their own, 
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THE RAILROAD CAREER. 





The death last week of Mr. John Edgar Thomson, for 
twenty-two years President of the Pennsylvania Railroad 
Company and latterly known the world over as such, has 
before this been announced by the newspapers of nearly 
every city in the civilized world. Of his life and services 
we do not purpose to speak particularly at this time, but take 
the occasion which it gives to make some reflections on the 
career which the (comparatively) new business of railroad 
transportation has opened for men of industry and talent, 

The life of Mr. Thomson suggests this more than that of 
most eminent railroad managers because he more than 
almost any other of ‘our most eminent railroad officials 
made the construction and management of railroads his 
career—the work of his whole life. He was never a mer- 
chant, a manufacturer, a lawyer, a banker, a shipmaster; 
he was not even, to any extent, an engineer of other con- 
structions than railroads: but from boyhood almost he 
was engaged in railroad business of some kind. In rail- 
roads he earned his livelihood as a youth and a professional 
reputation while yet a young man, acquired a fortune and 
finally gained the power and the fame which he had for 
some years past, and which gave him an influence 
equalled by few men on the continent and made his name 
familiar in two worlds. His is one of the few instances, 
in this country at least, of a tolerably long life wholly de- 
voted to railroad business, beginning in a humble position 
and reaching the highest rewards of the profession. It 
was a complete, harmonious, unbroken railroad career in 
what we may call the first generation of railroad men bred 
as such from their youth up. 

This continuity and uniformity of occupation we call 
particular attention to, because it has so often happened 
that the managers of great railroads, and these not infre- 
quently great railroad managers also, have not grown into 
their positions, but been forced into them. The great 
merchant or other business man, with a large part of his 
fortune invested in a railroad, has accepted the presidency 
in order to be able to protect or develop his property; the 
skillful lawyer who has developed a wonderful knowledge 
of affairs and skill in conducting them, as lawyers so often 
do, is sometimes put in charge of the corporation whose 
complicated relations with individuals and other corpora- 
tions no one understands so well as he. These men, what- 
ever success they may discover in their railroad adminis- 
tration, may properly attribute it largely, if not chiefly, to 
the training gained in their previous occupations; and the 





prevalence of such men at the head of railroad corporations 
and their reasonable success on the average, and distin- 
guished ability in not a few instances, might easily lead to 
the assumption that the work of constructing and working 
railroads does not develop the peculiar and eminent qual- 
ities needed in the executive of a great corporation. As 
evidence to the contrary, Mr. Thomson’s career is espe- 
cially notable. 

It is doubtless true that great general ability and energy 
are often of vastly greater value in an executive than 
special knowledge of the details of the business which he 


16 | presides over, or great familiarity with and skill in some 


of its branches. The mind is indispensable; and it should 
be broad and strong, and trained; but of course the special 
knowledge is indispensable too; the executive must employ 
it and consult it and be guided by it whenever he does not 
have it; and if he can get the required training in the lower 
grades of that special business, there can be no doubt that 
he will be very much the better as an executive. 
This fact does not exclude this other, which 
railroad men—ambitious ones, at least—do not 
always sufficiently consider, that great familiarity with 
and eminent talent developed in some special department 
of railroad business may yet leave the possessor utterly 
unqualified for the general management of a railroad prop- 
erty. Indeed, familiarity with a single branch of a rail- 
road’s business not infrequently is cultivated to such an 
extent as to excludefnot merely a general knowledge but 
any appreciation of the relative importance of the other 
branches. The manager of a railroad, as of any other 
great and complicated business, should be able to look at 
it, understand it and appreciate it as a whole, and espe- 
cially to look upon its separate organs not as ends but as 
means, useful just so faras they assist in the attainment 
of the ultimate objects aimed at. This the specialist is 
very apt to lose sight of; his specialty becomes to him an 
end instead of the one means which he wields towards the 
attainment of a more distant end which rarely is placed 
distinctly before him, but for which the executive has, or 
should have, set him and all his co-laborers at work. If 
the specialist is unable to see, and not merely to see but 
always to feel, that his instruments are but a part of a 
great machine, he is not qualified and is not becoming 
qualified to manage the machine. Such men are common, 
and perhaps the highest excellence in any one department 
is incompatible with that general knowledge and proper 

appreciation of every department required of the skillful 
manager. 

However that may be, we think, it will be conceded that 
railroad business as at present developed offers a career in 
which the man of ability, energy and education has op- 
portunities more or less plentiful for the development of 
his full powers of mind, and for the acquirement of the 
broad and general knowledges and diversified powers which 
give administrative ability, as well as the only field for the 
cultivation of the special technical knowledges which form 
the most important departments of that business. The 
most important, we say, for it is quite as impossible that 
one man should have skill in all the occupations which are 
united in railroad business as that one man should know 
all the trades carried on ina kingdom. We will say, then, 
that railroad business offers an opportunity to those who 
pursue it for qualifying themselves for the highest posi- 
tions at the disposal of the owners of railroad property. 

But this opportunity will be of little value to the aspir- 
ing railroad man unless the chance of qualifying is accom- 
panied by the chance of attaining. A service in which 
lieutenants may learn generalship but only bya miracle 
can become generals will not be attractive to the ambi- 
tious. Here we perhaps cannot establish anything satis- 
factory from railroad history, and perhaps this history 
ought not to be looked to as shadowing forth the future. 
So far, or for much of its history, railroad business has 
been new, disordered, chaotic, with no settled rules and 
few well-established properties with - stable man- 
agements which have endured for years and 
fixed upon permanent methods of procedure. Not 
only railroad business but railroads themselves have been 
largely experimental. They have undergone great vicissi- 
tudes, incident to their construction and their discovery, 
so to speak, of their proper functions and fields for action. 
Now the management goes to the men or the body of men 
who can secure the capital to complete the road, and two 
or three or four changes are often made in this initial 
period ; now it is thrown from one man to another, hunt- 
ing, apparently, for him who can use it to best advan- 
tage, and chancing, meanwhile, to fall into the control 
of some who make pretty nearly the worst use of it, and 
add to railroad experience only frightful examples to 
avoid. In all these vicissitudes, while the owners are 
trying to construct their machine and find out what it is 
good for, the banker, the capitalist and the lawyer are 
intimately connected with it, and frequently rescue it 
from its most threatening dangers. Naturally they are 
put in charge of affairs under such circumstances much 
more frequently than they will be when the roads are 
completed and working regularly, and when skill in con- 





ducting the business of railroad transportation, and not 





influence among capitalists or skill in making contracts 
with other corporations, or in fighting contested claims, 
is the one thing most needful. 

After all, the number of those who can reach the high. 
est positions in railroad affairs is extremely small, from 
the fact that the positions themselves are not numerous; 
and the possibility of reaching them is more valuable for 
its moral effect on subordinates than for any other reason, 
in the same way that the marshal’s baton which every 
French soldier may obtain raises the tone and increases 
the efficiency of the whole army. Every young and ambi- 
tious man who has confidence in his own ability likes to 
know that he will find room in his profession for all the 
talent that he may develop, not necessarily because he 
believes that he possesses extraordinary ability, but be- 
cause he wants to feel sure of a field for the display of 
whatever he does possess or may acquire; and this consid- 
eration has an effect on the man in choosing an occupa- 
tion. Great expectations may make the railroad employe 
worse; great opportunities will make him, if in any degree 
ambitious, better. 

There are important reasons why owners of railroad 
property should favor the organization and development 
of a career for railroad men, with promotion for faith. 
ful and able service, and permanency in employ- 
ment, such as do not apply to most other occupations, 
The railroad man does not, and in the nature of things 
cannot to any considerable extent, own the business which 
he conducts and so have his reward directly dependent 
upon his skill in doing his work. Even were a railroad a 
co-operative society, the work of one of a company of ten 
thousand would be so small a part of the whole that it 
would not have the influence which ownership gives in 
most employments. The railroad man, then, cannot hope 
to rise from his position as an employe to that of an owner 
and employer. It is a condition of his occupation that 
he should always be in service. It is, therefore, of the 
utmost importance to this business that its service be 
made as attractive as possible, the first conditions of 
which are that it be permanent, and that good service be 
recognized and rewarded. It is not impossible, even in 
this country, to secure good ability in employments which 
give few opportunities for making fortunes, if these con- 
ditions be observed. The army is an example of this, and 
railroad service offers this advantage over the army that in 
it there are many employers to compete for the services of 
the best employes, while the railroud army in this country 
is many times larger than that under the command of 
General Sherman, requiring much more diversified talents, 
offering opportunities for the display of the highest talent 
in time of peace as well as in war, and affording a greater 
number of important positions, with better pay though 
less popular consideration. 

But this service, with all its desirable positions, will not 
attract the best talent unless there is some assurance of 4 
connection between valuable service and good position, 
and unless the man who has won a position may reason- 
ably expect to keep it so long as he fills it well. Probably 
our readers ‘can remember instances where a whole service 
has been demoralized by the displacement of an efficient 
leading officer to make room for an inefficient or even 
passably efficient man, who got his place and turned out 
his predecessor through his relationship to or influence 
with a powerful director or leading stockholder. The 
change was equivalent to a notification to all the employes 
of the company that good work on their part stood little 
chance of recognition, and that the attainment of skill in 
their occupation would not secure them permanent em- 
ployment even where their accomplishments were known 
and needed. 


While we have not made much progress yet, as a whole, 
in the organization of railroad employments so as to offer 
great attractions toa railroad career, there are indications 
that progress will be rapid hereafter. The chaotic first 
period of railroad creation is pretty well passed, 
and more and more the success of railroads 
depends upon the knowledge, skill, ability and faithfulness 
of their employes and especially their officers. The wise 
companies not only take pains to secure the best men, but 
to make their service so attractive as to keep them and 
render them as effective as possible. The difference be- 
tween the performance of a satisfied and attached staf, 
always endeavoring to do its best because its good service is 
recognized, and that of a staff of men who care nothing for 
their company because they hope nothing from it, i8 
naturally enormous, and sufficient in some cases, 
less, to account for the success of the one road and the 
failure of the other. Such facts as these have their infiv 
ence; for there are roads which have a well organized set 
vice, most of them successful ones and more 8U 
than their rivals which offer fewer attractions to theit 
ployes. Doubtless there is everywhere abundant room for 
improvement; but the recognition of the fact that to get 
the best work from railroad men they must be offered # 
attractive career in railroad service, and that indi 
requisites of the attractiveness of such a career are ine 
nence of employment and recognition of faithfulnes® 
ability, will give assurance of the beginning of aul 
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provement, which, once fairly begun, is pretty sure to 
progress towards the ideal organization, in which all men 
will dotheir best and be rewarded according to their per- 











LOCOMOTIVE RETURNS, DECEMBER, 1873. 
Master Mechanics of all American railroads are invited to send us their monthly reports for this table. 
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ae Malet _., at “ “ (Toledo Div.)*. .....)....++| _'7|2,609,367 | 47.59 64.02/15.80)|.....|| 4.29] 8.09).....|.../.| 7.96.19.64|| 4.00 | 4.00 
ianwas. 9,568,261 1.736.504 4.906765 “ “ Mich. South Div.)*..|......| 198 (6,927,190) |44.26 60,27 18.79)|.....|| 4.89] 8.10)... jee | 6.60/19.09|| 4.60 | 3.60 
onnage carried................ 59,41 ° 66,703 "106 120 Leavenworth, Lawrence & Galveston... .|208.7 | 18 454,024) 64.56). +e /BT.BB1l eoeee $.29| 6.46) 0.61|..... | Saelennel 4.00 | 2.36 
: B euariod.... voce Say anne 9,008,615 re men Houghton & Ontonagont.... +-|esesee| 81) 618,178) /66.68) .. .|19.94 48.02/| 9.92/11.98) 1.15) 2.58, 7.84 /92.98 ; 
‘omnage mileage............+.- 901, f Pitts h, Fort Wayne & Chicago (Eastern Divya 181|6,272,694) 40.37) o00se |12.98 |esese, 3.60) 6,84) 0.76) 1.26 7.04 19.40) ° 
Brg shows an average receipt of 4.64 cents per passenger Pht ie sak as ball. = 280 inary “= 38.00/15. 58 |18 80; aes oe oss “reel 1.8 31-08 
83 cents per ton of freight per mile carried. ng bee Louis Miami Div.)..|..... le nea anaila7 us| | het | 5’ "75 0. f é 70) 
‘oledo, Wabash pobeantonbeetedeeess-<oleccecdlocce teen] UME: c00e 112.63]|.....|] 6. i y 84! 5.96/19. 
The progress in earnings cannot be very well indicated, as . — ° - ani ee eo ru be " 7 a . ot ' “ar a 


much of the road was worked not at all or but a few months 
before 1873. The receipts for 1872, with an average of about 
215 miles worked, were $450,695 gross and $115,820 net; or, 
per mile, ¢2,096 gross and $538 net against $2,601 gross and 
$1,184 net in 1873. 

The above statements show that this road depends, both for 
Present solvency and future traffic and profits, on the proceeds 
of its land grant, the net earnings of 1873 having been less 
than half enough to cover the interest on the bonds. As 
already noted, the amounts due for lands already sold at the 
close of that year were equal to about two-fitths of the whole 
bonded debt, but these dues are mostly payable in small in- 
stallments for a series of years, with interest at 6 per cent, 
The income from the land sales during 1873 was $339,954.08, 
and the expenses of the Land Department $186,785.06. Since 
the organization of this department, it has been able to turn 
over to the railroad company a little less than $200,000 as the 
®xcess of receipts over expenditures, which latter, of course, 
Were exceptionally heavy in the beginning. In 1878 the Land 

ent expenses were at the rate of 80% cents per acre 

told. During the first two months of 1874 the receipts had 

already been $87,600, and in the first three months the sales 

Were for over 24 times as much as those for the same period of 

» The report gives a table showing the amounts of princi- 

Pel and interest falling due for each month of ten years, be- 

ginning with 1974, from sales of land made before 1874, the 
totals being: 


18%... 





Wyg tees sees «+ $464,196 22/1879... 
Wiig Toots esses 441,086 00 1880... 
Very ett eeeeeeees 421,766 96 1881... stencase 
Weng reese ees O4T,678 91/1882... ce cee ereeeeeee 


tttteseeeceseees 618,118 10/1883 .. ..... 000 tosses. 262,008 94 


The annual interest charge being $582,236, these dues for 
*0ld before this year, counting the Land Department ex- 














penses the same as in 1873, would leave the following sums to 
be provided for from the net earnings of traffic: 


mee Noe gy $202,800/1877....... seseeseees$ 97,100 
SEU <5 bg cho vees sens | 829,900/1878 ...........000. . 126,600 
1876...... Srosh aabdidibae 943,100\1879 .......-.-s0+eeseeeee . 177,400 


The net earnings in 1873 being $284,200, an increase of only 
7 per cent, in 1874 would make them cover the interest with- 
out counting on the receipts from the land sales during the 
year, which have been so iar larger than ever before. 

The land on hand at the cose of the year was offered at 
prices which averaged $7.93 per acre, at which rate the whole 
amount then unsold was valued at $15,342,000, or more than 
twice the amount of the bonded debt. Pr obably the land will 
be sold eventually for as much as this, but as the operation 
will take a considerable number of years, the present value of 
course is much less than the amount to be received for it ulti- 
mately. Considering its quality, however, and the rapidity 
with which it is selling, there is good reason to believe that 
the income from the land grant will more than pay the excess of 
interest over net earnings during the first years of the rc ad, 
and go far towards retiring the bonded debt after the traffic 
receipts cover the interest. The first years, with such a line, 
are the only ones for which there can be any apprehension, 
and in this case these seem to be already provided for, 


from market, so far the chief product for export is the compara- 
tively bulky article wheat, which here is said to be of a quality 
so superior to that of the districts further east that the excess 
in the price received for it will pay the cost of transportation 
as far east as Central Illinois. This is fortunate for the road, 





as it makes grain production profitable in a district which 


Notwithstanding the long distance of the company’s lands | 


* Switching engines allowed 6 miles per hour. _¢ 0.36 Ibs. sand used per mile run. 




















under ordinary circumstances would be too far from market to 
permit the profitable production of articles less valuable in 
proportion to weight than cattle and wool, the raising of which 
requires a larger capital than most immigrants can command, 
If, as in Northern Illinois, the quality of the wheat produced 
should depreciate after afew years’ cultivation, the settlers 
will be in condition to turn to stock and wool growing, which 
are likely to be the great resources of most districts of this 
country distant from the grain consumers, 


Belgian Railroad Earnings. 


The receipts per mile of the railroads worked by the Belgian 
Government for the past two years were (gold): 





1 1878, 
QB GYOEOE. 20.0 .ccccccccc-coccccncsescoceccccec cs QhO eee $19,267 
Bassins Houlliere...........+. 000006 0° ese 7,1% 7,361 
Plateaux de Herve.......scceesceees ++ 1,867 4,228 
WINES, 50 cecepcoccenecss cosecéocepesce woes 6,101 6,701 
Spa @GOUVY.........ee06 000 cocccceseope coocecse 6,573 " 
Average Of all. ..c00sseccrccccses sovcsccsocce $14,695 $14,529 


For the preceding four years the average receipts per mile 
were: 1868, $15,040; 1869, $15,591; 1870, $16,168; 1871, $14,583. 
The receipts for 1873 were less, therefore, than for any pre- 
ceding year, which is caused not by a decrease in traffic but by 
the working of new lines with a thin traffic. For the first 
three years only the “old system” was worked by the State, 
and its earnings have increased from $15,040 in 1868 to $19,267 
in 1873, reaching $19,381 in 1871. Three of the six lines worked 
were taken first in 1872,and these seem to have served very 
much as new branches usually do on American railroads—that 
is, with very light receipts of their own, they have contributed 
considerably to the receipts of the trunk lines, 
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Record of New Railroad Construction. 


This number of the Rammzoap Gazerrr has information of 
the laying of track on new railroads as follows : 

Easton & Amboy.—Two miles of track is laid from Bound 
Brook, N, J., and three miles near Three Bridges. es Moines 
& Minnesota.—On this narrow-gauge line the track has been 
extended northward 4 miles to Polk City, Iowa. 

This is a total of 9 miles of new railroad, making 436 miles 
completed in the United States in 1874. 





Tue Cativornta Enoingerns have added to the number of 
local engineers’ societies by organizing at San Francisco, on 
the 5th of May, “‘ The Society of California Engineers.” At 
this first meeting a paper on ‘‘ Boiler Pressure” was read by 
J. Spiers, M. E., and one “On the Calculation of Earthworks,” 
by Col. W. J. Lewis, C. E. ; and papers were announced “On 
Compound Engines,” “On Quartz Mining Machinery,” ‘On 
the Mechanical Condensation of Vapors,” and “ On Sea Div- 
ing,” by different members. The Society begins with nineteen 
members, the officers being as follows: President, George F, 
Allardt, C. E., Engineer of the Tide Land Commission ; Vice- 
President, W. W. Hanscom, proprietor of the Htna Iron 
Works, of San Francisco ; Treasurer, George W. Dickie, Me- 
chanical Engineer, of the Risdon Iron Works; Secretary, 
James R. Smedberg, Consulting Engineer of the San Fran- 
cisco Gas Light Company. 








Tue CaTEcHIsM OF THE LocomoTiveE is omitted this week, it 
having been impossible to prepare the engravings in time. 


@Qeneral Railroad Wews. 


ELECTIONS AND APPOINTMENTS. 


—At the annual meeting of the Mobile & Ohio Railroad Com- 
pany in Mobile, Ala., April 23, the following directors were 
chosen: W. D. Dunn, J. J. Walker, W. H. Pratt, H. Hail, M. 
Waring, of Alabama; A. Murdock, A. J. Gillespie, of Missis- 
sippi; W. P. Halliday, of Illinois; W, Butler Duncan, David 
Utley, R. K. Dow, W. H. Hays, Charles Bard, of New York. 
The new directors are Messrs. Pratt, Waring, Hall, Gillespie, 
Utley, Dow, Hays and Bard, who replace Jas. Crawford, John 
Reid, Jr., Charles Walsh, 0. W. Butt, OC. E. Rushing, F. B. 
Olark, W. D. Humphries and Thomas Brown, only five mem- 
bers of the old board remaining. The new board is marked 
by the increase cf the New York element, Mr. Duncan peving 
been heretofore the only New Yorker in the board. The offi- 
cers for the ensuing year are: President, Wm. Butler Duncan; 
Vice-President, John J. Walker; Commissioner of Lands an 
Immigration, Abraham Murdock; Secretary and Treasurer 
Alonzo L. Willou hby; Auditor, Oliver 8. Beers; General 
Solicitor, George N. Stewart; L. J. Fleming, Consulting Engi- 
neer; A, L. Rives, Chief Engineer and Superintendent; John 
A. Punch, General Freight and Passenger Agent. Mr. Dun- 
can succeeds A, Murdock as President, the latter becoming 
Commissioner of Lands and Immigration, a new office. Mr. 
Walker takes the place of C. BE, Rushing, First Vice-President, 
and the office of Second Vice-President is abolished. The 
other officers are re-elected. 


—The Baggage Masters’ and Brakemen’s Insurance Asso- 
ciation held its annual convention in Philadelphia, May 28, 
and elected the following officers: President, M. B. Hoffman, 
Philadelphia & Reading ; Vice-Presidents John Chne, Penn- 
ree E. Lane egheny Valley, J. H. Castner, Pitts- 
burgh, Ft. Wayne & Chicago; Secretary and Treasurer, Robert 
Eastbarn, Pennsylvania. 

—Mr. James Ferrier has been appointed General Passenger 
and Ticket Agent of the Louisville, Paducah & Southwestern 
Railroad, in place of O. Brashear, resigned. Mr. Ferrier was 
for many years connected with the mail steamer line between 
Cincinnati and Louisville. 


—The new board of directors of the New Jersey Midland 
Railroad Company has elected the following officers: Presi- 
dent, O. A. Wortendyke ; Vice-President, H. R, Low; Manag- 
ing Director, D. C. Littlejohn, The last named is a new 
office, 


—The board of directors of the New York, New Haven & 
Hartford Railroad Company, at a meeting held May 30, elected 
Mr. E. M. Reed, heretofore General Superintendent of the 
road,a director and Vice-President of the company in place of 
W. P. Burrall, deceased, 


—At the annual meeting of the St. Paul, Stillwater & Taylor's 
Falls Railroad Sempens in St. Paul, May 28, the following di- 
rectors were chosen: M. Auerbach, P. Berkey, R. Blakely, A. 
H. Baldwin, William Crooks, W. B. Dean, E. F. Drake, 8. F. 
Hersey, J. L. Merriam, I. Staples, A. B. Stickney, Horace 
Thompson, A. H. Wilder. 


—The North Shore Railwa ne yg of Canada held its an- 
nual mee in Quebec 7 , and elected the followin 
directors: John Burstali, J. B. enaud, James G. Ross, Colone 
Rhodes, Willis Russell, Andrew Thomson. 


—At the annual meeting of the Atchison, Topeka & Sante 
Fo Rallsoad Company in opeka, Kan., May 27, the tollowing 
directors were chosen: T, J. Peter, D.L. in, C. R. Halli- 
day, Topeka, Kan.; H. Strong, Chicago, Ill.; Ginery Twichell, 
J. Nickerson, F. H. Peabody, A. speare, G. B, Wilbur, B. P. 
Cheney, J. G. Burr, Boston .; George Opdyke, New York. 
The board elected J. Nickerson, President; F. 'H. Peabody, 
Vice-President; C. W. Pierce, Secretary and Treasurer. Mr. 
Nickerson succeeds Henry Strong as President. 


—Mr. F. A. Lister has been appointed Superintendent of the 
Railroad in plac 














Camden & Atlantic e of E. Collings, who has 
gone tothe Wilmington & ig. 

—The Old Colony Steamboat Company was organized in 
Boston, May 29, by the election of the following directors: 
Onslow Stearns, les P. Stickney, Charles F, Choate, Uviel 
Crocker, Boston; Oliver Ames, Nirth Easton, Mass.; Thomas 
J. Borden, Richard Borden, Fall River, Mass.; Benjamin 
Finch, Ne , RI. Sixof the directors are also directors 
of the Old y Railroad Company. 

Pre. the annual — ~ the ees Guat Bateoed 

m) Chicago » Messrs. W. H. Gebhardt, Wilson 
G. Tented Jonathan Sturgis, the three directors whose terms 
have expired, were re-elected for the ensuing four years. 


—The new board of directors of the Central Vermont Rail- 
road Company has elected the following officers: President, 
J. a At. Albans, Vt.; First Vice-President, John 
B. Page Rutland, Vt.; Second Vice-President, Worthington 
C. Smith, St. Albans, Vt.; Treasurer, H. C. Lockwood, St. 
Albans, Vt.; Olerk, George Nichols, Nerthfield, Vt. The Ex- 
ecutive Committee is J. Gregory Smith, Johu B. Page, W. C. 
Smith, John Q. Hoyt, John H. Kimball; Finance Committee, 
John b, e, James R, don, Jacob Edwards, George M. 
Rice, Jacob . a ttee, John 8. Schultz, Ben- 
jamin P. Cheney, James W. Hickok. 

—At the annual meeting of the Pacific Mail Steamship 
Company, in New York, May 27, the following directors were 





elected: Russell Sage, George S. Scott, Francis Alexandre, 
James D. Smith, William H. Guion, Trenor W. Park, Charles 
J. Osborn, Frederick L. Talcott, Rufus Hatch. Thisis the 
ticket arranged by the ay management, from which, how- 
ever, the iy eg ticket differed only in two names, John 
Riley and R. 8. Burrows being substituted for J. D. Smith and 
C.J. Osborn. The new board met May 28 and elected of- 
ficers as follows: President, Russell Sage; Vice-President, 
George 8. Scott; Managing Director, Rufus Hatch; Secretary, 
Theodore T. Slinoon; Executive Committee, Rufus Hatch, J. 
D. Smith, Wm. H. Guion, C. J. Osborn, G. 8. Scott; Auditing 
Committee, F. L. Talcott, T. W. Park, F. Alexandre. 


—At its meeting in Som, aor 27, the General Freight 
Agents’ Association elected Fred Wild, Western Union Rail- 
road, President; J. F. Tucker, Illinois Central, Treasurer; H. 
W. Hibbard, Vandalia line, Secretary. 


—Mr. H. A. Fonda having been, at his own request, re- 
lieved from the position of Superintendent of Transportation 
of the Delaware & Hudson Canal Company’s lines, the duties 
of the office will be performed, until turthur orders, by Mr. 
Julian Olark, Assistant Superintendent of Transportation, 
with office at Albany, N. Y. 


—Major R. Walker, poring been appointed Receiver of the 
Jacksonville, tensacola & Mobile Railroad, will himself act as 
General Superintendent, and has made the following 5 a 
potencies of other officers: Assistant Superintendent, H. L. 

agee; General Freight and Ticket Agent, James L. ms 
Train Dispatcher, E. C. Griffith; Master Mechanic, H. D. 
Kennedy, 


—At the annual meeting of the Cape Girardeau & State Line 
Railroad Company in Cape Girardeau, Mo., May 16, the follow- 
ing directors were chosen: August Bierwith, m. Buchanan, 
Michael Dittlinger, Theodore Doyle, John Ivers, L. F. Kloster- 
man, Joseph Lausmon, George C, Niebur, Charles E, Rodney, 
Robert Sturdivant, P. R. Van Frank, Wm. B. Wilson, Sebastian 
Albert. The board subsequently elected P. R. Van Frank, 
President; Michael Dittlinger, Vice-President; John Ivers, 
Secretary and Treasurer. 


—At the annual meeting of the Wallkill Valley Railroad Com- 
pany in Kingston, N. Y., | 19, the old board of directors 
was re-elected as follows: R. H. Berdell, A.S. Murray, Thomas 
Cornell, 8. M. Capron, J. C. Schofield, Jacob Lefever, F. 8. Mc- 
Kinstry, A. Sahler, J. E. Ostrander, RK. Bernard, W. F. Romer, 
Homer Ramadell, Edmund Bruyn. The board subsequently 
elected Robert H. Burdell, President; Jacob Lefever, Vice- 
President; J. E, Ostrander, Secretary. 


—The stockholders and creditors of the Savannah & Charles 
ton Railroad Company have chosen the following advisory 
board to a:sist the Receiver: first-mortgage bondholders, 
George 8. Cameron, W. C. Bee; State guaranteed bondholders, 
W. B. Smith, C. O. Witte; second-mort age bondholders, Alex- 
ander Isaacs; unsecured creditors, Henry E. Young; stock- 
holders, James B. Campbell, Charles E. Lewis. 


—At a meeting of the directors of the Pennsylvania Rail- 
road Company, June 3, Thomas A. Scott was chosen President 
in place of J. Edgar Thomson, deceased, and George B. Rob- 
berts, Second Vice-President, was made First Vice-President 
in place of Scott. 

—At the annual meeting of the New York Central & Hudson 
River Railroad Company in Albany, June 3, about $56,000,000 
of stock was voted on and the following directors were chosen : 
Cornelius Vanderbilt, William H. Vanderbilt, William K. Van- 
derbilt, Augustus Schell, Samuel F. —™,* it. Henry Baxter, 
Joseph Harker, Chauncey M. Depew, New York; Henry R. 
Pierson, Albany; Walter 8. Church; Chester W. Chapin, 
apizenet, Mass.; George J. a Rochester, and James 

. Marvin, Saratoga. Inspectors of lection—Sidney T. Fair- 
child, Lansing Pruyn and Henry Rogeboom. The new direct- 
ors are Wm. K. Vanderbilt, Chauncey M. Depew and Walter 8. 
Church, who take the places of Horace I’. Clark, James H. 
Banker and Solomon Drullard. 


—At the annual meeting of the Eaat River Bridge Company 
(which is oon the bridge from New York to Brooklyn) in 
Brooklyn, N. Y., June 1, the following directors were chosen: 
Henry C. Murphy, James 8. T, Stranahan, Alexander McCue, 
Isaac Van Anden, William ©, Kingsley, William H. Vander- 
bilt, Jamas H. Prentice, Abner C, Keeny, Benjamin F. Tracy, 
Hasson H. Wheeler, Jeremiah P. Robinson, Abram 8. Hewitt, 
Lyman L. Husted, William Marshall, Henry W. Slocum. 


—At the annual meeting of the New York & Long Island 
Bridge Company in Brooklyn, N. Y., June 1, the following di- 
rectors were elected: Wm. C. Conner, Isaac D, Coleman, J. L. 
Brown, John T. Conover, Shepherd F, yer se Archibald M, 
Bliss, Daniel L. Pitter, George Wilkes, Anthony W. Winans, 
Phineas L. Taylor, Gideon L. Knapp, Joel A. Fi hian, Henry 
Van Dewater, Herman T. Livingston, Jacob M. Levy, Edward 
J. Shandley, Robert M. O. Graham, Charles Johnson, Purcell 
W. Turney, William Steinway. 


—The annual election of the New York Produce Exchange 
was held .une 1 and the following officers chosen: President, 
Franklin Edson; Vice President, Benjamin W. Floyd; Treasur- 
er, Benj. C. Bogert; managers, W. H. Phillips, John G. Dale, 
L. J. N. Stark, J. Hobart He:rick, A. 8. Spaulding, J. A. Bost: 
wick, John H. Pool, Lyman F. Holman, Forrest H. Parker, 
Charles Spear, Leonard Haseltine, Jr., John Romer; inspect- 
ors, E, B. Pearsall, Archibald Harris, F. H. Allen, Charles W. 
Strachan, George H. Webster. 


—At the annual meeting of the Clover Hill Railroad Compa- 
ny in Richmond, Va., May 26, the following officers were 
aeeted : P. J. Wright, President; J. H. Cox, Vice-President: 
directors, Messrs. E, O. Nolting, James Dunlop, R. A. Lancas- 
ter and W. H. Haxall. 


—At the annual meeting of the Ashuelot Railroad Company, 
May 12, Samuel W. Hale was chosen President, with the fol- 
lowing directors: E. F, Lane, John E. Colony, A. T. Colony, 
George F. Lane. The board elected Henry Colony Treasurer, 
and F’. F. Lane Clerk. 


—The Lake View & Collamer Railroad Company organized 
in Cleveland, O., May 23, w choosing John D. Rockefeller, 
Marcus W. Montgomery, William West, John H. Ammon, 
Isaac M. Page, James McCrosky and Hezekiah Avery directors, 

—Jchn W. Bunn, of Rorinateld. fil., has been chosen a di- 
rector of the Hannibal & Naples Railroad Company, in place of 
John N. Drummond, resigned. 


—Dr. 8. L. Goode, of Warren, Ind., has been chosen a di- 
rector of the Toledo & St. Louis Air Line Railroad Company, 
in place of James Brownlee, who has resigned. 


—At the annual meeting of the Hudson Suspension Bridge 
and New England Railway Company in New York, June 1, the 
following directors were chosen: Hiram Barney, A. 8. Diven, 
C. K. Griggs, L. T. Guthrie, John Q. Hoyt, A. W. Humphries, 
J. H. Jackson, Dewitt C. init. James R. Macbeth, Charles 
J. Pee, E, W. Serrell, B. E. Smith, E. R. Wiswell. The 
board elected Charles J. Pusey, President; John Q. Hoyt, Vice- 
President: James R. Macbeth, Secretary; A. W. Humphries, 
Treasurer; E. W. Serrell, Chief Engineer. 

—At the armual meeting of the Shreveport & Southwestern 
Railroad Company in Shreveport, La., May 27, the following 
officers were elected: President, W.S. Haven; Vice-President, 
J. M. Foster; directors, B. Jacobs 
ilton, N. 
Rosen. 


. —Mr. R. E. O’Brien, Second Vice-President of the Atlantic 
& Great Western Railroad Company, having resigned, the 





L. L. Tomkins, W. B. Ham- 
W. Murphy, Thos. Bolan » Geo. Peyton, D. Le 





office is abolished and its duties will hereafter be performed 
OF. the President. Mr. Charles Latimer has been appointed 
ief Engineer of the road. 


—At the annual meeting of the Rensselaer & Saratoga Rail- 
road Company recently the following directors were elected for 
the ensuing year: George H. Cramer, Joseph M. Warren, E, 
Thompson Gale, George B. Warren, William A. Shepard, 
Thomas White, William H. Vanderbilt, I. V. Baker, Beate 
E. Bates, James Forsyth, Joseph W. Fuller, William Howard 
Hart, Charles Cramer. 


PERSONAL. 





—Mr. Franklin B. Gowen, President of the Philadelphia & 
Seeties Railroad Company, sailed for Europe with his wife, 
ay 30. 


—Mr. H. A. Fonda has, at his own urgent request, been re- 
lieved from the duties of Superintendent of Transportation of 
the Delaware and Hudson Canal Company’s lines. 


—The American members present at therecent annual meet- 
ing of the British Iron & Steel Institute, in London, were: 
Mr. G. W. Maynard, New York; Mr. John A. Hunter, St, 
Louis; Mr. G. A. Everett, New York. At thismeeting Mr. Wil- 
liam ers of Philadelphia, was the only American chosen 
member. 


—Gen. Benj. H. Bristow, the new Secretary of the Treasury, 
in latter part of 1872 resigned his position as Solicitor-Gen.- 
eral in the Department of Justice to become Solicitor of the 
Texas & Pacific Company, and soon after President of the 
California & Texas Construction Company, which built the 
| toe & Pacific Railway. The latter position he resigned last 

ugust. 


—The party of capitalists and railroad officers who have re- 
cently been making an excursion over the Atlantic & Pacific 
ag A lines at the close of the excursion presented to 
Mr. A. A. Talmage, General Superintendent, a valuable silver 
tea service of eight pieces. 

—lIn the case of Rush R. Sloane, late President of the Cin- 
cinnati, Sandusky & Cleveland Railroad Company, the pay- 
ment of $250,000 to the company has been accepted as a com- 
promise of the civil suits only, and the grand jury at Sandusky, 
O., has found 15 indictments against Sloane for embezzlement, 
Sloane has left Canada and returned to Europe. 

—Mr. R. E. O Brien, formerly Chief Engineer and for some 
time past Recond Vice-President of the Atlantic & Great 
Western Railroad Company, has resigned his position. 

—Mr. Julian Clark, Assistant Superintendent of Transpor- 
tation of the Delaware & Hudson Canal Company’s lines, died 
in Aibeat. N. Y., May 30. He had just been placed in full 
cha: ge of the Transportation Department, on the retirement 
of Mr. Fonda. 


TRAFFIC AND EARNINGS. 


—The through freight shipped westward over the Central 
Pacific Railroad in April was: From San Francisco, 8,194 tons ; 
interior points, 183 tons; total, 3,377 tons, or 338 car-loads, 
The principal items were : Wool, 1,249 tons; barley, 369 tons; 
wine, 364 tons ; tea, 226 tons, 

—The earnings of the Pittsburgh, Cincinnati & St. Louis 
Railway for the four months ending April 30 were as follows: 














1874, 1853. Increase, Decrease. P.ct. 

Earnings......... $1,143,764 $1,178,938 ........ $35,174 3 
Expenses..... -ee- 819,443 PUREE... cosatere 139,223 14K 
Net earnings.. $324,321 $220,272 $104,049 =... 41% 


The expenses were 71.64 per cent. of earnings in 1874, and 
81.32 per cent, in 1873. 

—The earnings of the Mobile & Ohio Railroad for the year 
1873 were : 





Earnings ($5,418 per mile)........cceee ce ceeeseensceecs $2,801,127 38 
Expenses (67.70 per COnt.)......ccsecescesrseeccersececers 1,896,264 29 
Net earnings ($1,750 per mile)..........seeeeeeeees $904,862 99 


—The earnings of the Manchester & Lawrence Railroad for 
the year ending March 31, 1874, were: 
Earnings ($7,309 per mile).......ccccccccccsccccccesccesecs $190,036 88 
Expenses (47 per Cont.)......ccscecescsesccee se soecesceee 89,314 31 





Net earnings ($3,874 per mile) .. .......e.eeeesseee- $100,722 67 


The trains carried during the year 160,999 passengers and 
72,314 tons of freight. 

—The oarnings of the Toledo, Wabash & Western Railway 
for the third week in May were: 1874, $93,511 ; 1878, $106,604; 
decrease, $12,993, or 1244 per cent. 

—The Buffalo Commercial Advertiser gives the following 
statement of receipts of flour and grain in that city for the 
five months ending June 1; 








= 1874, -—— ———-1873.- 

Flour. Grain, Flour, Grain. 
By railroad............ 92,917 18,878,700 —....... 10,008,800 
BY Maks cccecccccsccce 191,736 9,084,835 147,827 8,161,422 
Totals,.......... 1,114,658 22,463,625 147,827 18,170,222 

The shipments of grain for the same period were : 

1874. 1873. 
BP: COA igo 0's 0 0000 6cedsvepe de lie thbinkee teak 5,489,981 4,445 448 
BY PAUL... o ceo sscce coccccccecvcecersecccces 2,234,344 1,927,798 
Rateipbvanssieciooses cxnet danke ctedt 1,724,925 6,373,246 


—The receipts of canal tolls at Buftalo fiom the opening el 
the season up to June 1 were: 1874, $199,047 ; 1873, $122,835 ; 
increase, $76,212, or 62 per cent. Number of boats cleared, 
1874, 1,044 ; 1873, 763 ; increase, 281, or 36% per cent. 

—The earnings of the Cincinnati, Hamilton & Dayton and 
a lines for the year ending March 31, 1874, were as fol- 
OWS : 





Earnings. Expenses, Net earnings, 

Cin., Ham & Dayton....$1,171,998 26 $923,664 80 $248,033 46 
Dayton & Michigan...... 1,098,957 78 1,055,659 09 43,298 69 
Cin,, Richm’d & Chicago 213,176 32 198,357 32 14,819 OL 
SOMES 5088.05 $2,484,182 36 $2,177,681 20 $306,461 18 


—The earnings of the Denver & Rio Grande Railway for the 
months of February and March were : 


Earnings ($368 per mile)............s-seeeseses sesseeeees $43,410 54 
PIE RIED OE QOBED «0. o0.c0000+cepecacdesereesosccees 25,447 95 
seatlel 

Net earning; ($152 per mille)...........c000-eeeeeee0s $17,962 5 


—The earnings of the Great Western Railway of Canada for 
the week ending poy | 15 were: 1874, £21,203; 1873, £25,251 5 
decrease, £4,054, or 16 per cent, 

—The earnings of the Grand Trunk Railway for the week 
ending May 16 were: 1874, £42,700 ; 1873, £42,100; increase, 
£600, or 08% per cent. 

—The earnings of the Boston, Concord & Montreal Railroad 
for the year ending March 31, 1874, were: 








Passengers 
PTL Koved sdccccessooecobibs -<eUcd 
Other sources 
Total earnings ($4,295 per mile)...............20se08* $087,128 
Operating expenses (80,17 per cent.)...........ceeeeeeeee? 550, 
Net earnings ($851 per mille)............cse0eeseeees $136,1418 
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—From a statement furnished to Saward’s Coal Trade Cir- 
cular it appears that in 1873 the coal tonnage of the Atlantic 





& Great Western Railroad was as follows: 
Mahoning Division, bituminous, tons..... -scoss se cooeee » 634,631 
WO COGN DONE: 2 cinsccc dc ccodinsedacs eanediri§ épemoceceones 1,733 
Orawford Coal Oo., in Mercer Cow rty, Pa......sccccsceee coves 22,227 
Total bituminous....... aback ee srt See 664,591 
Anthoacite from Erie Railway...... cc. .cccee. coccscsescesece TOs 
WE, .ccccccesee coccescocsesccese CPorccrcprcescesioones 739,591 


Cleveland, the balance to way points. 





THE SCRAP HEAP. 


Railroad Manufactures. 


The Vulcan Iron Works, Richmond, Va., owned by Archer, 
Goodwin & Co., manufacture 3,000 tons of bolts yearly, be- 
sides bridge irons and other wrought iron work. A large part 
of thc bolts made are for rail joints. ; 

The car shops of George Bitner & Co., at Torrence Station, 
near Pittsburgh, Pa., were destroyed by fire May 29, causing a 
loss of $30,000, which is nearly all covered by insurance. 

The Rogers Locomotive Works at Paterson, N. J., have 
gome 200 men employed, most of them on repair work; no new 
engines are being built. — 

The Danforth Locomotive Works at Paterson have recently 
turned out some engines for the Baltimore & Ohio and Gal- 
yeston, Houston & Henderson roads. The cotton machinery 
department is busy, but only a small force is in the locomotive 

hops. 

. e Grant Locomotive Works at Paterson have just com- 
pleted a large order for the Chicago & Northwestern and 
several tank and narrow gauge engines for Western roads, and 
have commenced work on the Russian engines. 

The Keystone Bridge Company of Pittsburgh has secured 
the contract for the new iron railroad bridge across the Dela- 
ware River at Trenton, N. J. 

The Pheonix Iron Company is making for the Philadelphia 
& Reading Railroad some compound beams 64 feet long and 
33% inches high. . " é 

abscriptions are being raised in Marshall, Mich., for the 
purpose of establishing locomotive works in that town. The 
present seems hardly the best time to start new locomotive 
shops when the existing ones make so many complaints of 
lack of work. ‘ 

The Bethlenem (Pa.) Iron Company has received an order 
for 1,000 tons of steel rails for the Grand Trank Railway. 

The Lebanon Manufacturing Company in one week recently 
turned out 90 eight-wheeled cars. 


A Brave Engineer. 

On the afternoon of May 7,a woodshed of the New York 
Central & Hudson River road at Buffalo was burned and with 
it was destroyed a temporary engine house used by the Great 
Western and Canada Southern roads. When the fire was at the 

reatest height, Wm. Goiding, the engineer of Great Western 
En ine 171, which was in the house, Jumped into the burning 
building through a window and succeeded in_running his en- 
gine out before it had been badly damaged. Mr. Golding was 
severely burned about the head and shouiders. 


The Narrowest Gauge. 

The narrowest gauge in use in the United States is said to 
be on a short road from the Matilda Furnace in Huntington 
County, Pa., to the Pennsylvania Railroad at Mount Union. 
The gauge of this line is 274% inches, the rails are 16 pounds 
to the yard and it is worked with an engine weighing six tons. 
A Narrow Escape. 

The Detroit Free Press of recent date says: ‘“‘ Three or four 
nights ago, after a freight train on the Detroit & Milwaukee 
road had eft the Junction, « stranger was found on top of the 
train, and when questioned by the brakeman he said that he 
was an old brakeman out of money, and wanted to go to Grand 
Rapids. He was apparently deserving, offered to do what he 
could to compensate for the ride, and wasn’t 
put off. The brakeman didn’t think to tell him 
about the several bridges on the route, not expecting him 
todo much; and this fact nearly cost the stranger his life, 
causing him one of the closest escapes on record. About mid- 
night the engineer discovered cattle on the track and whistled 
for brakes. The stranger was first up from the caboose, and 
in running over the cars he detected the dark form of a bridge 
close above him. There was no time to think or act, but in- 
stinct caused him to jump. He was nota second too soon, 
the bridge being almost over him as he leaped. He struck 
the side of an embankment, fell down and then rolled to the 
track. One of the wheels caught his boot-heel, crushed it off 
close to the sole, and the man was whirled around by the shock 
until he ry! beside the rail, and before he could move his head 
apiece of the brim of his hat was sheared off. When the train 
stopped he was at hand to climb into the caboose, not being 
harmed in the least.” 


Railroad Tree-Planting. 

The report of the Burlington & Missouri River Railroad in 
Nebraska for 1873 has the following passage: 

“There can be little doubt about the success of growing 
forest trees in the rich soil of: cbraska, when once their des- 
truction by prairie fires is stopped. To aid in demonstrating 
the feasibility of tree-planting then, and settling which are 
best adapted to the soil and climate, the company set out, in 
the spring of 1873, about 600,000 trees, at a cost of about 
$14,000, mostly a.ong the side of cuts, where they may in the 
future serve to some extent as a wind-break and a protection 


from snow. In August, 1873, the percentage of living trees 
was as follows: 





hee ocses .-98 per cent.|Honey locust...........92 per cent. 
vee 99 * ** \Soft maple.. « BB ” 

“ « |Evergreen.... oO ad 

“s “ \Cottonwood... coota bad 


The Joliet Iron & Steel Works. 
A meeting of the creditors was held in Joliet, Ill, May 29. 
attempt was made to arouse opposition to the proceed- 
8 in bankruptcy, but the general feeling is stated to have 
€n in favor of continuing them. After some discussion a 


committee ot five was appointed to represent the Joliet cred- 
itors in the sel. ction of on assignee. / 


Railroads Without Switches and Orossings. 
Mr. Charles Jordan, ironfounder, Newport, Monmouthshire, 
proposes to make the up and down main lines of railroads 
te Out the usual switches, turnouts and crossings, t.e lines 
hg continuous from end to end to end, and to work such 
— y transferring a train or trains at stations, or where 
Unting is necessary. or at junctions with other railways, 
athe main line to the adjacent siding by lifting the train 

odily from one line to the other. The luting will be only an 


Mes two, to be effected by hydrautic apparatus. As to time, 
e. ordan calculates that a few minutes will suffice to trans- 


train from one road to another without disturbing a sin- 
passenger, 


OLD AND NEW ROADS. 
Western Union Telegraph. 


Wilh meeting of the directors, June 3, the President, Mr. 
Orton, peesented a report showing the net profits of 





= 


the company for the eight years commencing July 1, 1 and 
ending June 30, 1874, those for the present month of Py be- 
ing estimated, to be $23,077,069 23. 

Of this sum there has been distributed in dividends to 


stockholders eoccccccccresccccocsccsoccs QAONT. 280 84 
Disbursed for interest on the company’s bonds......... 2,530,749 98 


seen eee ew eeees 


$7,387,989 32 
The balance, $15,689,079 91, is represented as follows: 
Paid tor the construction of new lines and the erection 

of additional wires - pbdbe> sess en enuoe < bingbedenioe $4,920,868 53 
Paid for the stock of companies leased to the Western 

Union, subject to an aunual rental 5 
Western Union stock (72.877 shares).........+....+« sees 
Gold & Stock Telegraph Co.’s stock (47,716 shares)...... 
International Ocean Telegraph stock (10,384 shares) 
Pacific & Atlantic mm stock (56,636 shares)... 
Anglo-American Telegrap 














st ack 11m banal ain onnedoes 10,000 00 
Western Electric Manufacturing .’8 stock (500 shares) 39,000 00 
Western Union bonds red and lled......... 1,068,575 00 
Western Union building, Broadway and Dey street, mort- 

Gage Slbing TAMA a. 6. oso. s cctee vec sccessseesescosee 60,090 00 
Real estate, exclusive of Broadway and Dey street prop- 

OBEY» 2 0:0 0p ov.00heercees cvveccess-or+ coecepoces escves 328,769 86 
Patents (the Page and Duplex Telegraph) . 61,758 00 
Cable steamer......... bas enenae san. anbenee ° 12,665 19 
Western Union bonas, not canceled ($7,500) . oe 6,750 00 
Fraction of share, old issue, redeemed and canceled... 42 50 

ce OT EEE Ee Or eT eee $13,990,863 02 
Leaving a balance of net profits..........c.ccceeseeceee 1,698,216 89 

Represented as follows : 

Cash on hand and due from agents. ........000ss0 eoee 475,000 00 
rr TITTITIMTTITT TIT TTT Tee 400,000 00 
Advanced on account of the new building, Broadway and 

Dey street, in excess of the building mortgage bonds... 300,000 00 

Poles, wire and other materials and supplies on hand... 423,216 89 


$1,698,216 89 
Of this sum, $1,400,000 is the net profit for the six months 
endin, June 30 instant, about $740,000 being the net profit of 
April, May and June. This is an increase of more than $250,- 
ted the net profits of the same three months last year 
The report recommended a dividend of 2 per cent. from the 
net earnings of the past three shonths, and resolutions were 
adopted that the condition of the company justified the re- 
sumption of regular dividends, to be made quarterly. 


New York & Oswego Midland. 

The second-mortgage bondholders held a meeting in New 
York on the 3d, and appointed a committee to confer with 
Abram 8. Hewitt, with a view of securing some amicable 
agreement between the first and second bondholders, and 
avoiding any conflict when the time for foreclosing the first- 
mortgage bonds arrives. 


Newport & Oincinnati Bridge. 

In the suit brought by the Newport & Cincinnati Bridge 
Company to recover from the United States $457,000 damages 
caused by alteration of the plans while the bridge was bane 
built, the United States District Court at Cincinnati has set 


aside the demurrer interposed, and has ordered the case to be 
tried on its merits. 


Alabama & Chattanooga. 


The partics who purchased this road recently from the Gov- 
ernor of Alabama having made a demand for the surrender ot 
the property to them by the receivers, the latter, havin 
taken advice of counsel, will decline to turn over the roa 
without an order from the United States Circuit Court, which 
appointed them. 


Southern Pacific, of California. 


A survey is being made of a line from this company’s coast 
line at Castroville, Cal., west by south to the town.f Monte- 
rey. The distince is about 20 miles. 


Dividends. 
Dividends have been declared by the following companies: 
American Express, $3 per share, semi-annual, payabie 


July 1. 
New York, New Haven & Hartford, 5 per cent., semi-annual, 
payable July 1. 
orthern Railroad of New Hampshire, 4 per cent., semi- 
annual, paid June 1. 
Agricultural Branch Railroad (Boston. Clinton & Fitch- 


see, Foe cent., semi-annual, on guaranteed stock, paid 
une 1, 


Meetings. 

A special meeting of the Atlantic & Great Western will be 
held at No. 74 Wall street, New York, June 25, at 10 a, m., for 
eo pupee of considering and acting upon the lease of the 
road to the Erie, which is to be submitted at that time for 
oo or rejection. The polls will open at noon and close 
at 2p. m. 

The following companies will hold their annual meetings at 
the times and places given : 

Cuicago, waukee & St. Paul, in Milwaukee, Wis., June 
13, at noon. 

Chesapeake & Ohio Canal Company, (adjourned from June 
1,) in Annapolis, Md., June 17. 


St. Louis & Southeastern. 


The machine shops at Mt. Vernon, Ill, caught fire on the 
evening of May 27, and ina short time were almost entirely 
destroyed, wit all the tools and machinery, very little being 
saved. The Jotome and drawings with all the papers in the 
office of the Superintendent of rolling stock were entirely des- 
troyed. Two passenger coaches were burned and three loco- 
motives badly damaged. The loss is roughly estimated at 
$125,000, on which there is no insuran> The fire is supposed 
to have originated in some charcoal dust. 


Gulf, Colorado & Santa Fe. 


An election was held in Galveston County, Texas, May 20, to 
decide whether the county should subscribe $500,000 in aid of 
this road, Of the votes cast 3,059 were in favor and three 
against the subscription, but the lawin ‘Texas requires that 
two-thirds of all the qualified voters must vcte in favor of a 
subsidy in order to carry it, and the votes cast do not quite 
equal two-thirds of the number registered. An effort is being 
made to have the registry lists revised, as itis thought the 
number of voters will be reduced sufficiently to carry the 
prvposition. 


Midland Pacific. 


This company is desirous of building a branch or extension 
from sume point near the eastern end of the road southward 
to the St. Joseph & Denver City near Hiawatha, Kan. 

The Hoosac Tunnel Line. 

The Springtield (Mass.) Republican says : 

“The alternative of legislation at Boston on the tunnel line 
question would now seem to be the bill appropriating three 
million dollars from the public treasury tor reconstructing the 
Troy & Greenfield road and perfecting the tunnel, or nothing. 
All sche.»es of consolidation a to be in abeyance —at 
least they »ave no active, interes triends. The Fitchburg 
people pref: to wait. The oe ultimately, of course 
some form of consolidation, of which they shall the chief 
directors and beneficiaries, but they think it will be yam po 

0 





for them to let the State BY, for putting the tunnel par’ 
the route into improv condition than to make the 





consolidation now, and have the consolidated compa- 
ny spend the money. The managers of the Massa- 
chusetts Central also capes to be moved by the same reason 
to a like policy—foolishly, it seems to us, for the hesitation of 
their rivals of the Fitchburg line shoul suggest to them the 
opportunity of their leadership. ‘They reed money to com- 
plete their portion of the proposed through line, and th 
are more likely to get it by un at once with the tunne 
i them the advantage of the credit of a through line, 
an they are by remaining out in the cold, with no ce 
of being able to force an entrance, when the Fitchburg 
actively seeks a consolidation. But it has been found so eas 
to get money from the State for the tunnel that its frien 
and allies do not like to part company with the public treasu- 
ry, and set it up for itself.” 


Brownsville, Fort Kearney & Pacific. 

An effort is being made to secure means for the completion 
of a section of this road from Brownsville, Neb., west to 
Tecumseh, on the Atchison & Nebraska, a distance of 38 miles. 
The grading and bridging of this section has been completed 
for some time. The ties are on hand, and 10 miles of track 
has been laid from Brownsville west. 


Union Pacific. 


In the United States District Court at Boston, June 2, in the 
proceedings in bankruptcy against this company, the Court 
gave its decision, refusing to grant any order for the company 

appear and show cause why it sh uld not be adjudged a 
ayn This terminates the proceedings, unless av appeal 
is taken. 

The president: and superintendents of this road and the 
Central Pacific have been for some days in Ogden, Utab, in 
order to determine the point where the permanent junction 
of the two roads shall be lovated. The place was agreed upon, 
but is not made public at present. 


Chicago & Alton. 


Telegraphic dispatches state that the brakemen on this road 
have struck on account of a reduction of wages made June 1, 
A number of strikers assembled in the Bloomington yard and 
refused to allow trains to be made up. Officers of the com- 

any, however, say that the strike is merely local and only a 
‘ew men are engaged in it, and their places will be at once 
filled by others. 


St. Louis, Iron Mountain & Southern. 

The Mississippi River terminus of the Oairo, Arkansas & 
Texas Division is to be removed from its present location at 
Greenfield, Mo,, to Bird’s Point, directly opposite Cairo, IIL, 
where it was before the war. The neceasary surveys have 
been made and the new track will be laid at once. 


Central, of Iowa. 


In the United States Circuit Court at Des Moines, Ia,, June 
2, a bill in chancery was filed for the foreclosure of the first 
and second mortgages, and the appointment of a receiver 
»ending the decision of the suit. The bill alleges that the 
handing of the coupons was procured by false representations, 
and that the management of the road is now in the hands of a 
few creditors who are looking only to their own interests to 
the prejudice of the bondholders’ claims. 


Terre Haute & Indianapolis. 

In the suit of the State against this company for alleged vio- 
lation of the provisions of the charter, the jury disagreed and 
were finally discharged. The new suit will be commenced at 
the October term of the court. The provision said to have been 
violated requires the payment ot all profits over 10 per cent. 
annually into the school tund, and the main question at issue 
is whether the company had a right to invest its net earnings 
in extensions and connecting lines. 


St. Paul & Pacific. 


In the Court of (Common Pleas at St. Paul, Minn., the suit 
for a foreclosure and the appointment of receivers has been 
postpuned to June 11. It is rumored that propositions for a 
compromise have been made and that the adjournment is to 
give time for negotiations, 


New York, Housatonic & Northern. 

The Danbury (Conn.) News says that the troubles with 
contractors have been arranged, and that within a short time 
work will be commenced all along the line from White Plains, 
N. Y., to Brookfield. 


Vermont Iron & Oar Company. 

This company, which was organized to supply equipment 
for the Vermont Central lines and which had such a promi- 
nent part in the charges of mismanagement made against the 
Vermont Central trustees, has sold out its entire property to 
the National Car Company for $1,000,000 in the stock of that 
company, and will shortly be dissolved. 


Grain Rates. 

The Buffalo Commercial Advertiser of a recent date says : 
* The grain business this year, although large, has not been 
specially remunerative, +he competition of the railways bas 
been very sharp, and the result is seen im low freights by lake 
and canal, The following exhibit shows the average rate on 
wheat and corn from Chicago to Buffalo by lake, and from 
Buffalo to New York by canal, for ten years in the month of 
May: 

v ——--LAKE.— -— — - CANAL,——— 
Wheat. Corn, Wheat. Corn, 


Year. Cents. Cents. Cents, Cente. 
cade nenanenaae 1.3 6.7 14.7 12.7 
2.5 11.1 13.6 11.6 

. 5.6 4,2 12.3 1.3 

6.2 40 14.5 11.8 

5.8 5.8 13.9 11.6 

5.0 44 11.5 10.7 

4.5 4.1 11.5 10.5 

8.0 74 12.8 11.8 

14 6.5 11,8 10.6 

4.5 4.0 11.8 10.8 





‘From the amount of complaining heard this spring one 
would suppose that freights had been lower than ever before; 
yet, by the above exhibit, which has been carefully compiled 
from the daily reports of the freight markets at Chicago and 
Buffalo, it will be seen that rates were about as low by lake in 
1871 as they have been this season, while those by canal were 
lower in both 1870 and 1871.” 


Kansas Oity, Memphis & Mobile. 

An adjustment of the trouble between this company and 
Jackson County, Mo., has been agreed upon. The couuty is 
to pay the contractors for the work already done, and the con- 
tractors give a bond in $106,000 to complete the road to Harri- 
sonville. 


Newton & Epping. 

Arailroad is proposed, to extend from the Boston & Maine 
at Newton, N. H., northward through Kingston and Brent- 
wood to Epping, where it would connect with the Nashua & 
Rochester ro: The line would be about 15 miles long. 


Boston & Albany. 


The ofticers of this company, in their reply to the Boston 
Board of Trade, give the useing reasons for not being able 
to accede to their request for lower freights to Boston : ‘This 
company is wholly unable to make the same rates from West- 





ern points to New York and Boston. An existing agreement 
between the trunk lines provides that the rate to Philadelphia 
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shall be five cents per 100 pounds lower than to New York on 
fourth-class freight and gratns, while to Boston the rate shall 
be five cents per hundred rapes than to New York for like 
kinds of merchandise. Any a pangs the part of this com- 
peg and its connections to eq the rates between the 
wo places would be followed by an important reduction to 
New York on the part of the Erie and Pennsylvania companies 
so as to maintain the agreed difference. The inevitable result 
would be to inaugurate a ruinous competition between the 
trunk lines. That rates were reduced to New York more than 
the difference of five cents per 100 pounds has caused 
consi le dence between us and our connections. 
For the future the difference of five cents shall be determined 
by the current rates and not the tariff.” 


Savannah & Oharleston. 

Seouniing. Se the order of the court an advisory board of 
eight mem has been chosen to assist the Receiver. Of 
this board the stockholders, the first-mortgage bondholders 
and the guaranteed bondholders elect two members each; the 
concen bondholders and the unsecured creditors one 
member each. 


South Branch. eae, 

Work is progressing steadily on road, and it is intended 
to have trains is by September over the 16 miles from 
the Baltimore & Ohio at Green Spring Run to Romney. A 
large force is employed on the South Branch bridge. 
Wisconsin Valley. 

Tracklaying is in progress from the late terminus at Junc- 
tion City, Wis., northward to Knowlton, which latter place, it 
is expected, the road will reach in June. 


Easton & Amboy, 

A commencement of tracklaying has been made near Bound 
Brook, N.J. ‘f'wo miles of track has been laid from Bound 
Brook and three miles more is down near Three Bridges. 
Two locomotives have been put on the road, 

Des Moines & Minnesota. 

The track is laid from Polk City, Ia., 14 miles north of Des 

Moines, and trains were to run to that place May 21. 


Texas Railroad Projects. 

The following are among the companies chartered by the 
Texas Legislature at its recent session: 

Southwestern & Rio Grande; line of road from the Sabine at 
Logansport west by south through Nacogdoches and Belton to 
the Bio Grande at the mouth of the Rio Pecos. This line ex- 
tends across the whole State and is about 500 miles long. 

> City; line of road from Jefferson east to Louisiana line, 
20 miles. 

Caddo, Paris & Jefferson Branch; line of road from Jefferson 
northwest to Red River in Lamar Gounty, 125 miles, to connect 
with proposed Western Branch of Missouri, Kansas & Texas. 

Houston & Brazos Canal Company; canal to run from Buffalo 
Bayou near Houston west to the Brazos River in Austin 
County, 60 miles. ’ 


The railroad com) es have each grants of 16 sections of 
land per mile, and the canal 8 sections per mile, 


Oonnectiout Railroad Commission. 

The New Haven correspondent of the Hartford (Conn.) 
Courant says: 

“The chief suptionnt for the position of railroad commis- 
sioner in behalf of himself is John L. Hunter, of Willimantic, 
who has been here from the start, Mr. Talmadge, of Berlin, 
and Mr. Ho New Haven, are also candidates, as are 
some others. But these gentlemen are evidently wasting time 
staying here. A bill has already been referred to the railroad 
commmuntiee gi the appointment of commissioners to the 
Governor, in order to secure the election of first-class men and 
make the committee, or commission, something approaching 
in dignity and value the same branch of public service in Mas- 
sachusetts and other states. The objection to this bill is that 
it removes the present commissioners, and a more gradual ap- 

roach to reform, being less harsa on sensitive nerves, will 
Probably be the acceptable measure which will finally be 
agreed upon and receive very  heage favor in the legislature. 
Probably the railroad committee will report a bill providing 
for the continuance of the present two commissioners in office 
for their full term—for one and two years from July next—and 
give the Governor power to fill the present and future vacan- 
cies. 


Junction & Breakwater. 
It is said that the board of directors of the Philadelphia, 
Wilmington & Baltimore Company has refused to ratify the 
eement for the purchase, of a controlling 


New York & Eastern. 

The Railroad Committee of the Connecticut Legislature is 
hearing the arguments in the petition of this company for 
leave to build a bridge over the Housatonic River, without 
which it will not be able to complete its proposed line trom 
New York to New Haven. The main opposition comes from 
the New Haven & Derby people, the New York, New Haven & 
Hartford Company professing its willingness to have a first- 
class competing owned by a substantial company. 


Southern Minnesota. 


An agreement has been made by the stockholders and cred- 
itors under which the company will be reorganized at once. 
he old company will be wiped out by a foreclosure sale of the 
road, and a new company formed, which will issue 7 per cent. 
ee bonds to the smount of $20,000 per mile, which 
will be divided amaeg the old first-mortgage bondholders in 
exchange tor the old bonds. They will also receive preferred 
stock to the amount of the unpaid coupons on the old bonds, 
Common stock to the amount of $25,000 per mile will be issued 
and divided pro rata among the second-mortgage bondholders, 
the floating-debt creditors and the old stockholders. The first- 
mortg olders are to have votes as well as the stock, 
and it is cqnont that they shall name seven out o!: nine 
directors until the road shows its ability to pay interest for 
two years consecu ively. 
The United States Circuit Court at St. Paul, Minn., has ap- 
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markets 2, the remainder being shops, stores, mills and ma- 
chine shops. Dallas surpasses in this report all the other 
towns. There were 950 new buildings erected there last year, 
costing $1,377,500. At Marshall there were 162 new buildings 
constructed, at a cost of $388,100; at Jefferson 39 buildings, 
costing $160,000, and at Sherman 877 buildings, costing 
$543,500. 


Atchison, Topeka & Santa Fe. 


It is stated that arrangements have been made to run 
freight trains through to Kansas City. They will pass over the 
Kansas Midland from Topeka to Lawrence, the St. Louis, 
Lawrence & Western from Lawrence to Olathe and the Mis- 
souri River, Fort Scott & Gulf thence to Kansas City. It is 
said that most of the stock traffic will take this route the 
coming season, 


8t. Louis Railroad Entrances. 


The committee appointed by a meeting of citizens some time 
since to procure plans for carrying the streets crossing the 
Missouri Pacific either over or under the track have received a 
report from the engineers, Messrs. Shaler Smith, Henry Flad 
and Julius Pitzman, The report covers two plans, the first of 
which proposes to sink the track from Eighth street to Grand 
avenue, carrying all the streets over on bridges, at an esti- 
mated cost of $1,292,000, while the Union depot grounds and 
new street grades will cost $1,727,000 more. The second plan 
includes a sunken road from Grand avenue to Tryon avenue, a 
Union depot, a connection between the Iron Mountain and 
Kansas City & Northern roads, and a branch line to the levee, 
all tracks to be crossed by the streets above grade, The esti- 
mated cost is $6,000,000. 


Illinois & St. Louis Bridge. 


The St. Louis Republican of May 30 says that the tunnel 
which forms part of the western approaches in the city of St. 
Louis is advancing rapidly. It is completed from the western 
terminus to Olive street. and from the bridge to the south 
side of Washington avenue. Between these points all the 
walls are finished, with the exception of where it crosses St. 
Charles street, the excavation of which has been left until the 
street railroad tracks could be removed. Owing to the curve, 
it was difficult to bridge this street in the usual way. The re- 
laying of the track on Washington avenue is finished. All the 
digging remaining to be doné is across St. Charles street, and 
three or four short sections of arching will complete that. A 
section in frontof the Custom house is not arched, but the 
street above is carried on iron girders, from which spring flat 
brick arches, 


Utica, Chenango & Cortland. 


A contract for the construction of the road has been let to 
Gen. W. L. Burt, of Boston, who agrees to have cars running 
from Cortland to Utica and to Deposit in two years, and to 
build the line from Cortland to Cincinnatus at once, provided 
the towns interested will furnish the necessary funds. 


Allegheny Valley. 

Proceedings ‘n bankruptcy have been commenced against 
this company in the United States District Court at Pitts- 
burgh. The suit was brought on protested notes amounting 
to $15,500, and the usual order was granted by the Court for 
the company to show cause why it should not be declared a 
bankrupt. 

A temporary injunction has been granted by the court to re- 
strain certain creditors from taking forcible possession of 
of the track of the Eastern Extension. 

The President says that he is preparing a statement of the 
affairs of the company to be submitted fo its creditors. This 
statement has been somewhat ee by the confusion in 
which affairs were left at the death of the late President. The 
present embarrassment arises from the large floating debt, 
which is the result of heavy expenditures for construction. 
The business and earnings of the old road have been good. 

Trains have been withdrawn for the present from the Sligo 
Branc., on account of the very light business. 


Memphis & Little Rook. 

The water on the line of this road has subsided sufficiently 
to allow the line to be reopened, and trains are now running 
regularly from Hopeful (opposite Memphis) to Little Rock, 
after a suspension of several weeks, 


Raleigh & Augusta. 

The Raleigh (N. OC.) Sentinel of May 29 says: Dr. W. J. Haw- 
kins, President of the Raleigh & Augusta Railroad, will on 
to-morrow pay into the State treasury $600,000 in bonds of the 
State and redeem a like amount of the mortgage bonds of his 
road. The State will still hold mortgage bonds to the amount 
of $600,000.” 


New River. 

A permanent organization of this company was effected at a 
meeting held at the Montgomery White Sulphur Springs, Va., 
May 25. 


St. Joseph & St. Louis, 

A deed conveying the property and franchises of the St, 
Louis & St. Joseph Railroad coapeny to the new company 
organized by the bondholders, the St. Joseph & St. Louis, has 
been put upon record in Buchanan County, Mo. 

The new company has concluded a lease of its road to the 
St. Louis, Kansas City & Northern Company on terms which 
are not made public. The lessee will begin to operate the road 
at once, and will, it is said, proceed to put it in good repair as 
soon as possible. The bridges will be rebuilt or repaired, 
aw Oe and, where necessary, new iron will be put in the 
track. 


Oairo & St. Louis. 

The St. Louis Raiiway Register says: ‘The contract for 
constructing the narrow gauge extension from Murphysboro 
to Cairo, Iil., a distance of 60 miles, has been awarded to 
Messrs. John Fleming and OC. Lacey, the former of Des Moines, 
Iowa, and the latter of Warsaw, ill. The road is to be com- 
menced June 1 and to be completed in 90 days.” 


New Utrecht & New York. 


It is proposed to build a railroad from a point on New York 





roved of the agreement, and aoe of foreclosure wus 
Totaved without opposition May 27, The foreclosure sale will 
take place under the direction of John Y. Page, as master in 
chancery, and he will determine the date of the sale. The 
trustees are authorized to buy the road at the sale. 

The new company will have to issue about $4,250,000 com- 
mon stock, about $85,000 preferred stock, and $3,400,000 first- 
mortgage bonds, a total cupital account of $7,735,000. The 
outstanding first-mortgage bonds are $3,332,000, and the sec- 
ond morgane $1,252,000. No coupons have been paid since 
October, 1871. 


Texas & Pacifico. 


Some idea of the powerful stimulus railroads give to the | 


peveny omy a new country, says the New Orleans Times, 
py bei from the official report just made of the number 
of dings erected during the year 1873, in the cities and 
towns of the completed lines of the Texas & Pacific and the 


Transcontinental railways, in Northern Texas. The number 
of towns—the — of which are Marshall, Dallas, Jetier- 


seer eee 2,025, with an me value of 


ad s numbered 1,378 es 15, hotels | several mort the Chi , 
We schoolaeases 15, public halls 13, saloons 78, banks 6, and Dalied’ States Circalt Goat at ee ay 


and Sherman—is twenty-seven; the | Wisoonsin Railroad Law. 


Bay in the town of New Utrecht, L. I., south of Brooklyn, 
north by east toa junction with the Long Island and South 
Side roads, a distance of some 16 miles. 


| Pennsylvania—New York Division. 
It has been decided to replace the wooden bridge over the 


tract therefor has been awarded to the Keystone Bridge Com- 
pany of Pittsburgh. The bridge is to be completed thia year. 





Six passenger conductors were discharged June 1, the cause 
assigned being ‘‘ general mistakes.” All of them had been on 
the road under the New Jersey Company’s management, sev- 
} he conduct- 
ors complain that an unreasonable amount of labor is required Peachbottom. 
| from them in counting and «ssorting tickets and making re- 


errl having been in service from 15 to 20 years. 


Delaware River at Trenton with a new iron one, and the con- 


injunction to restrain the Railroad Commissioners and the 
Attorney-General from interfering with the management of 
their property and practically confiscating the same. The 
suit will be made.a test case on behalf of all the railroad com. 
panies interested, and is brought by the Chicago & North. 
western because that company, being an Illinois corporation, 
can commence suit in the United States Courts, which a Wis. 
consin company cannot do. The suit was to be commenced 
June 2. 

Jersey Oity & Albany. 

This company will receive until June 15 sealed proposals for 
the work and materials necessary to complete the road frem 
the present terminus at Tappantown north to Haverstraw, N, 
Zz, Further information can be obtained on application to the 
President, E. K, Alburtis, at his office, No. 46 Beaver street, 
New York. The length of the line is about 15 miles. 


Tomah & Chicago. 


Work is said to be progressing rapidly on this road between 
Wauzeka, Wis., and Reedstown, and it is expected that this 
portion of the road will be completed in September. The road 
is of three-feet gauge andis being laid with wooden rails, 
These are 34% by 5 inches, of maple, are gained into the ties 
and fastened with wedges in each tie and with dowel pins near 
the ends. They cost about $15 per 1,000 feet. 


Oincinnati Southern. 

A correspondent informs us that work is progressing steadi- 
ly on the line from Shelby City, Ky., to Chitwood, and the con- 
tractors on the 60 miles from Chitwood southward are movi 
down and beginning work. In Morgan County, Tenn., Roa 
& Co., of Waynesburg, Ky., have 14 miles; W. H. Cost, of La- 
fayette, Ind., has another section of nine miles. 
Pennsylvania. 

It is said that arrangements are being made to run express 
trains from Philadelphia to Pittsburgh with only two stops, at 
Harrisburg and Altoona. In order to decrease the number of 
stops now made, a track-tank is being put down at Leaman 
Place on the Philadelphia Division, and another will be put in 
on the Middle Division. There is already one on the Pitts- 
burgh Division, at Johnstown. 

A piece of track one mile long, from Malvern Station west- 
ward, has been taken and will be made a model section, as 
nearly perfect as possible. To the standard of this scction 
track foremen will be expected to work up. 


Ohautauqua Lake. 

Two routes have been surveyed from Jamestown, N. Y., to 
Mayville, one on the east shore, 20 miles long, and the other 
on the west shore of the lake, 19 miles. The eastern route 
will require less bridging and less filling. The right of way 
can be obtained at a very small cost, being offered as a gift for 
much of the line. 

Wyoming & Sullivan. 

‘rhis projected road is to form part of a line from Bingham- 
ton, N. Y., to Williamsport, Pa., passing through the coal re- 
gion of Sullivan County, It is propo to make the line of 
narrow gauge and build it trom Williamsport to Tunkhan- 
nock, whence the Montrose road can be used to Montrose and 
extended northward to Binghamton. 


New York Oentral & Hudson River. 

This company has leased from the city of New York the land 
under water between Sixtieth and Sixty-fifth streets on the 
Hudson River, which is in front of lands already owned by the 
company, On this peg nd will be built an extensive freight 
yard, and docks with a grain elevator and warehouse capable 
of storing 1,250,000 bushels of grain. 


Pittsburgh, Cincinnati & 8t. Louis, 

It having been reported that this company’s paper had been 
protested, officers of the company sta’ that there are n0 
notes of the company on the market, and consequently none 
could be protested. 


Chippewa Falls & Western. 

This soumpong has offered to build the railroad from Chip- 
pewa Falls, Wis., south to Eau Olaire on the West Wisconsin, 
rovided Chippewa Falls will subscribe $25,000 to the stock. 
n election was held June 2. 


North Wisconsin. 


Ten miles of grading are let, from New Richmond, Wis., 
northward, and the contractors are all at work. 


Chicago, Milwaukee & 8t. Paul. 


The bill now ponding in Congress on the La Crosse Bridge 
provides that this company may build its bridge over the 
river on the location chosen by it above La Crosse. The Sec- 
retary of War is to convene a board of engineers who shall 
report whether a bridge can be maintained there without 
serious hindrance to navigation, and what accessory works 
will be needed to keep up the channel. The board shall algo 
report as to the best location of piers and the height of the 
bridge. On the approval of the report by the Secretary of 
War, the company may begin work and build the bridge in 
accordance with the report. 


8t. Louis, Jerseyville & Springfield. 
Books of subscription to the stock were to be opened at Jer- 
seyville, Iil., June 


Green Bay & Minnesota. 

This company has brought suit to recover a subscription of 
$1,000 made to the bonus of $35,000 which the road was to 
receive in Winona, but which was never paid. This is s test 
case and, if successful, suits will be brought against all the 
other subscribers. 


Fredericksburg & Gordonsville. 

The city council of Fredericksburg, Va., has voted to trams- 
fer the city stock: to any one who will complete the road to 
Gordonsville. 

Erie. 

It is announced, spporenty by authority, that at the annual 
meeting in July President Watson will retire from the man 
agement of the company. Several names have been mentioned 
as his successor, but it is thought that the position will be of- 
fered to Mr. Hugh J. Jewett, now Vice-President and 
Manager of the Pittsburgh, Cincinnati & St. Louis, and that 
will accept it. : 

Ex-Auditor Dunan has issued a pamphlet, which is mainly # 
repetition of his letters and former charges against the maa 
agement, nd 

The New York Stock Exchange has decided that the bonds 
may now be registered and transferred to bearer, Duncal, 
Sherman & Co., being the transfer agents. The first- od 
extended bonds bearing endorsements, if so register 
transferred, will be a good delivery as extended bonds. 





This company has made an agreement with the Philadelphis, 


ports. On the local trains, where the runs are short and the | Wilmington & Baltimore and Philadelphia & Baltimore Oem 


number of passengers large. they say that it is impossible for | tral companies by which it is to receive a rebate or 
t is reported that others of | sion of 25 per cent. the first year and 20 er cent. 


them to get through in time. 
the old employees are to be discharged. 


thereafter 
on all business going from the Peachbottom to those rosds. 
This rebate or commission is to be paid to trustees Z 
hold it in trust to be used for payment of interest a 


It is stated that the bondholders and the trustees of the | bonds. The issue of bonds is at the rate of $42,500 


It is now proposed to extend the road from York, Pa» % 





to the United States Circuit Court at Madison, Wis., for an! ward to a connection with the East Broad Top 
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extension would be 85 miles long and would make the whole 
length of the line 145 miles from Oxford west. 


Huron & Quebec. 


This company pr s to build a pret 
Goderich, Ont., on Take Huron east ieond Peterboro, Ot- 
tawa and Montreal to Quebec. The plan is to secure $7,000 

mile in municipal bonuses, $3,000 mile from the Gov- 
ernment grants and raise the remain by the sale of stock 
and bon.is. = is = eomekent = — ee 
in procuring the aid expec an ere is Vv ie pros: 
that the road will be built. ot ay Saree 


Forced Sales of Bonds. 


At an auction sale of bonds in New York May 27, the follow- 
ing prices were obtained : 
bethtown & Paducah Ist t BS. rcccccccccccccccosces 
Pita tans & Welben Inecebvars cobnedine 61 
See BA CROTOBANS TB. os oo Fccescccccvecdcevesdecssuscéecee 16 
Alabama & Chattanooga lst mortgage 8....... 


long line, from 


Cee reeeeeseee 25 


West Wisconsin let mortgage land grant gold 1s. ceeccccccccces 76 
On the 1st the following sales were made : 

Wallkill Valley lst mortgage gold 78........cccccccccscccccesece 15 

Long Dock 78........0 soeeccebectocsosoesacasedae Sbndobecedtee 98 


St. Paul & Pacific, 


It is stated that the company will make all possible opposi- 
tion to the foreclosure suits recently commenced. 


Atchison, To & Sante Fe. 

At the ann meeting in Topeka, Kan., recently, a resolu- 
tion was passed permanently locating the general offices and 
repair shops in Topeka. 

Ashtabula, Youngstown & Pittsburgh. 

The completion and opening of the road was celebrated by 
an excursion over the line and a banquet and reception at Ash- 
tabula. The road has been in operation for several months, 
but there has been no formal opening until the present time. 
Atlantic & Great Western. 

A special meeting of the stockholders will be held at the 
company’s Office, No. 74 Wall street, New York, June 25, at 10 


4. M., to vote on the ratification of the lease of the road to the 
Erie Railway Company. 
Pennsylvania—Amboy Division. 

The steamboat line from South Ambo 
has been suspended since last Fall, has been resumed. It has 
been reported that the line was to be taken off altogether, and 


the people on the line of the Amboy Division are much 
pleased at the resumption of the trips. 


Jacksonville, Pensacola & Mobile. 

The Supreme Court of the United States has appointed 
Maj. R. Walker Receiver of this road, and has pat Rim in 
charge of the whole line from Jacksonville, Fla., to the A 

hicola River, including the branch from Tallahassee 

t. Mark. The old Florida Central road, from Jacksonville to 
Lake City, which has for some time been operated inde- 
a ae is included in the receivership as a part of the 
acksonville, Pensacola & Mobile. 


South Side, of Long Island. 

Mr. Charles Jones has been appointed assignee in bank- 
ruptey and the property of the company has been put in his 
possession by the United States District Court. r, Jones 
announces that he will make no change at present in the ex- 
ecutive officers of the road. 

It is — 1 that a final settlement of the troubles of the 
company will be made by the transfer of the road to a new 
company chartered by the New York Legislature at its last 
seston under the name of the New York & South Side Railroad 
Company. 

Wallkill Valley. 
The town commiseioners of the towns holding stock in this 


company are taking steps to contest the foreclosure suit of the 
first-mortgage trustees. 


Port Huron & Lake Michigan. 

The committee of bondholders appointed at a late meetin 
in New York has resolved that no offer of settlement sho’ 
be accepted which does not include the ——— of at least 
one coupon annually, the funding of the floating debt, and 
that the earnings of the road should be used for its own bene- 
fit and for no other purpose, the last being a reference to the 
consolidation with the Peninsular. It is, however, alleged 
that this committee represents only a smail fraction of the 
bondholders. 


Lake Superior & Mississippi. 

The bondholders’ committee has made a report in which 
isrecommended the acceptance of the company’s proposition 
to fund six coupons, beginning with that for January last. 
New trustees under the mortgage are to be y geen and to 
better secure the bondholders a majority of stock is to be 
wansferred to these trustees to hold in trust until the re 
payment of interest is resumed. Messrs. Caldwell and Philler 
are the trustees. The first-mortgage bonds amount to 


to New York, which 


General Freight Agents’ Association. 

The semi-annual meeting was held in Chicago, May 27. A 
Committee was aopeemnen to prepare a uniform classification 
of freights and send the same by circular to all freight agents 
ithe country. It was agreed to charge on bulk meats to 
New York five cents per 100 pounds more than fourth-class 

ht. After resolving to hold the next semi-annual meet- 
jag, in, Cincinnati and electing officers, the Association ad- 
Morria Canal. 

the Hudson County (N. J.) Circuit Court recently the 
Lehigh Valley Railroad Company, lessee of this caual beongat 
suit to recover $2,000 tolls on cval freights from Stewart & 
hea defence claimed that there was no liability to the 

tiff, as the canal company had no right to lease the pro 
t aforeign corporation without the consent of a majori y 
@ stockholders, and the franchise could not be le 
tif” without consemt of the Legislature. The plain- 

* lawyers stated that they were not prepared to meet these 
the and »sked permission to withdraw the record, which 

. Court allowed on payment of costs. This was a test case, 
mded several other suits. 
Old Oolony Steamboat Oompany. 

company was organized in Boston, May 29. The capi- 
stock was fixed at $1,000,000, of whick $900, Y 
ay qoecribed, $750,000 by the Old Colony Rai 

: ce price said to be agreed upon for the purchase by the 


lew 
pany of the boats, wharves and warehouse pr of 
the Narragansett Steamshi f 


Company is $1,687,500, of which 

fe Rottgage forms a part. The transfer’ is to date from 

o pt ead the time may possibly be postponed, as there 

the n some minor points to be arranged. e directors of 

Railrond OmPeny are nearly all connected with the Old Colony 
Company. 


Taltimore Pittsburgh & Ohicago. 
natal Sompany has purchased 60 acres of land from the Caln- 
the Lanicago Canal & Dock Company. This tract fronts on 
streets, ( and stretches irom LKighty-fourth to Ninetieth 
it, it fe *bout twelve miles trom the Central Depot) and on 

stated, will be located the principal freight yards 


of 





and the machine shi of the company, and all freight 
trains will be made up here. The plans for the ro shops, 
which will be large are nearly ready, and work be com- 
menced without elay. The road will leave this tract at the 
corner of Eighty-fourth street and Commercial Avenue and 
run in a straight line to the Illinois Central at Seventy-first 
street. From that point a new track, it is said, will be laid 
alongside of the Illinois Central to the depot in Chicago. The 
right of way has been secured and the line staked out by the 
engineers. 








ANNUAL REPORTS, 





Oentral, of Georgia. 

This company operates the following lines: 

Central Railroad: Miles, 
Savannah Division, Savannah to Macon ........... eevee 192 
Augusta Branch, Millen to A RB. cccce 90099eeegenes 53 
Eatonton Branch, Gordon to Eatonton ........s0..00+. 39 
Atlanta Division, Macon to Atlanta..... . PYTTITITiT Tite 10234 ons 

Southwestern Railroad: m 
Macon, Ga., to Eufaula, Ala.......ccceecsescecesesecess 148 
Fort Valley to Culumbus........c000 sescesseseesessees TL 
Cuthbert to Fort Gaines .......cceeccccccccceccessceess 20 
Smithville to Albany........cecscccecececcsesees Ceeceee 2346 
ee Wy OR RII oso: tar oxvodnnd pass ncernogens.cooee 124 
Blakely Extension, Albany to Arlington.............+++ 363g 908% 

Upson County Railroad, Barnesville to Thomaston....... 1634 

Dot MING o6s < ccavecs cocccsccebossescebosobecs 108 4¢ 
The che ly oe age was opened in Feb and the Blakely 
Extension in July, an increase of 48 miles of road during the 


year. The Atlanta Division was formerly the Macon & West- 

ern Railroad, and was operated under lease, but that company 

was finally consolidated with the Central in January, 1873. 
The operations of the various lines for the year ending No- 


vember 30, 1873, were as follows: 

Savannah Livis’n Earni Expenses cust dak a 
van ‘n 8. ‘ ngs. of exp’s. p’r m. 
and branches. $1,780,116 06 $1,291,709 84 $488,406 22 72.56 ¥6,268 

Atlanta Division. 17489,9956 60 697,473 54 61,5622 06 93.12 1,307 

Southwestern R. 895,967 95 687,548 27 208,419 68 76.74 3,138 

Upson Co. R.R.. 12,340 35 12,426 60 *86 26 100.70 748 





Tota’s ...$3,487,419 96 $2,689,158 26 $748,261 71 78.23 $4,993 
* Deficiency. 
To the net onioe must be added $29,034.77, net earnings 
of Central Railroad Bank, making the total net receipts of the 
company $777,296.48, The payments from net income were: 





Rent Southwestern Railroad..........esceccsecsecceserecs $185,908 00 
Rent Macon & Western (now Atlanta Division)............ 125,900 
Rent Augusta & Savannah (Augusta Branch)............... 73,000 00 
Rent Eatonton Branch ......-.cssccseses sees 14,000 00 
Interest on Central Railroad bonds.... 129,027 06 
Interest on Macon & Western bonds . 20,160 00 
$547,095 06 


Of the expenses, $407,000 a:e classed as extraordinary ex- 
penses, being mainly payments that fairly belonged to the 
pre g year. As compared with 1872, there is an increase 
of $178,463.55, or 544% per cent., in the gross earnings of the 
roads; an increase of $572,716.33, or 271-16 per cent., in ex- 
penses; and a decrease of $394,252.78, or 654% per cent., in the 
net earnings. The increase in ——— is partly due to the 
increased mileage of the Southwestern road, and to expendi- 
tures made in improving the condition of the Atlanta Division. 
The expenses are divided as follows: 


Transportation expenses (23.61 per cent, of total)......... $634,858 00 
Motive Be ee BOE Ges ve oc doc bcvcdvecsciccssecede 710,364 Tb 
COED (0.58 POF COD). .occcccce scncccccoccscersccvcccocces 259,845 20 
Repairs of road (35,30 per cent.) .........++ seeeresececers 949,275 33 
Repairs of buildings (1.90 per cent.)............s.eeeeeee 050 1 
Stock killed (0.83 per vent.)......666 cc0s secvsccccccccces 22,276 36 
Incidentals (2.28 per cent.)..... 1000 000000 co veseceorcoesos 61,485. 55 
WOR 5008 cece sébiccececs cocescvcscetstoweess-4665< $2,689,158 25 


The whole number of passengers carried was 131,404 against 
169,119 in 1872. The cotton carried over the Savannah Divi- 
sion was 449,864 bales; Atlanta Division, 23,443 bales ; South- 
western Railroad, 33,845 bales; total ,152 bales, against 
—_ in 1872, being an increase of 51,622 bales, or 1344 per 
cent. ' 

During the year there has been relaid 303% miies of steel and 
iron rails on the Savannah Division. provements have 
been made in the wharf property in Savannah and several 
small station buildings have been renewed or built during the 


year. 

On the Southwestern Railroad 26% miles of new light T 
rails with fish joints have been laid, making 44% miles of this 
rail now in the track, of which es is laid on new 
stringers, 6x8 inches with gain ties 12 feet apart and three flat 
ties between. The rest is laid on the old stringer track. The 
light + rail taken up was used on the B eB anana 
and the | Branch, together with such of the old timber as 
was good, ‘he old tT rail taken up was used on the Perry 
Branch and for repairs, Considerable repairs to trestles and 
station buildings are needed. The g of the 184% miles 
of the Blakely Extension beyond Arlington is completed, and 
part of the ties are on the eoyes. 

On the Atlanta Division 28% miles of new rails, 244 miles of 
repaired rails and 84,390 ties have been put in the track. 
Several new cotton platforms and wood racks have been built, 
and in the Atianta yard 3,200 feet of new siding have been laid, 
and a set of stock pens built, 

The equipment at the close of the year was as follows: 
Locomotives—Savannah Division and branches 


Bate DIWIBEB 00.0 o's vc0c cc ccevcvevesss decseee 
“ Southwestern Railroad::+:+..........sseeseeees 34 os 
— i 
PameemM*el CalD COS. 0 o0n000 ccccvdecdeccccccctecsvccscccccess cose 123 
WS Ee CIB i oe 0 snows. newqcdiccccde ceocie codcconcoceénote 1,460 
GRE BOTTING GRGB oc oc cccceccecvevccedceseccscceccesnocsocos 1 


In addition to these the company has 133 box cars in the 
Green Line. 

There is in the capital acceunt an increase of $2,500,000 in 
stock, on account of the consolidation of the Macon & West- 
ern, and an increase of $1,727,000 in the bonded debt _— 
Macon & Western bonds and partly the new issue o: ot 
of 1872. The stock and debt are as follows: 





The compan 
Girard bonds, $900,000 Western, of Alabama bonds, and $80,000 
Macon city bonds. It has invested in real estate, other than 
that used for the road, re stocks and bonds, 


is liable as endorser on $512,500 Mobile & 


$2,711,981.59; in steamers, $795, 
ments, $4,104,990.49. 


Terre Haute & Indianapolis, 

This company owns a line from Indianapolis, Ind., west by 
south to the Lilinois State line, 794% miles, and 294% miles of 
short coal branches ; it operates under lease the ‘Be. Louis, 
Vandalia & Terre Haute Railroad, from the Lilinois Stute line 
west by south to East St. Louis, 158% miles. The accounts of 
the latter road are kept separately. “The road with its leased 
line forms a very direct line from lis to St. Louis. 


.90 ; total outside invest- 


The earnings of the Terre Haute & Indianapolis road for the 








year ending November 30 were as follows : 
1873. 1872, 
$272.844 72 $264,068 54 
505,547 36 499,187 36 
297,652 06 261,044 39 
BONDS ccc teed Sire cecdcocsee 15,398 60 9,132 31 
GEA snd 0 000904be cece we cceece 15,815 72 16,431 80 
Total earnings.......... $1,107.258 46 $1,070,354 40 
The expenses were: 
Conducting transportation.... $216,583 64 = = .iicccccee 
Motive power.......... .. . , of a emer ere 
Maintenance of way........... | he ean a ea Ay ht 
Maintenance of cars ......... gg ere eee 
General expenses and taxes.... Geeeres is LT whebiesaebe 
Total expenses........... $825,075 49 $769,963 61 
Net earnings............ $282,182 97 $201,200 79 
The work of the year was as follows: 
1873, 1872. 
Freight train maBeag.-».. 000.00 Cee’ | densensece 
Passenger train cage... See i) -.. 1) ee hebbemenes 
Work train mileage... .... _, . Se ee ee oe 
Total train mileage 860,344 816,350 
Passengers carried,... ......... 226,745 199,997 
Passenger mileage.............. ae 
Tons of freight moved...... ... 821,388 834,860 
Tonnage mileage............0065 39,849,903 


Of the tonnage mileage 384% per cent. was made by east- 
bound through, and 17 per cent. by westward through freight; 
324% per cent. by east-bound local, and 12 ey cent. by west- 
bound local freight. The average freight charge was 2.02 
cents per ton per mile, and the cost 1.53 cents, in a 

" 6 


charge of 2.12 cents and a cost of 1.63 cents in 1 
operating expenses for the year were 71.6 percent. In the 
expenses, however, were included $126,298.92, cost of new 
steel rails. The gross earnings were $10,158 and 
ings $2,589 per mile. 

he earnings of the St. Louis, Vandalia & Terre Haute road 
for the year were as follows: 


the net earn- 














1872, 
$349,927 66 
688,682 28 
86,418 10 
22,981 72 
43,244 61 
Total earnings. ....... .s.sseeeeceeeee $1,132,422 65 $1,101,204 97 
Conducting transportation.... .. .....+++ 260.806 52 273,011 O1 
Motive POWEr......ssccccccerseesereensees 210,484 72 200,872 07 
Maintenance Of WAY......0.-s5-0seeeeeeeee 254,709 +3 19,278 65 
Maintenonce of COPs....... cece cece ee eee 58, 95 57,336 71 
General Oxpensen,........ see eecceeereeeees 22,807 36 19,364 58 
Total expenses.... .....+.-+0+++ » «+ » $807,272 73 $742,862 95 
Net earnings.........-ceeeeeeees seocees $326,149 902 §=$448,941 99 
Rent, 30 per cent. of gross earnings ...... $39,726 79 376,601 28 
Net profit or loss to lessee. ........++++ Loss $14,576 87 P'ft$72,980 04 


The work of the year was as follows : 
Pa rain mil 





t “ eg: 
Wor “ 


Total “ “ 
Passengers CATried........ csscccececees soseesceereceeseees 
Passenger Mileage. .......0ececcceccecseresseesseneeseseeens 
Tons of freight MOVEd,.......6ecceeeeesereeereeeeewererenes 
Tommage mileage..........ecee eeeeereeveees 100 scccesees 

There is a decrease from 1872 of 8.6 per cent. in the tonnage 
mileage. The average om per ton Be mile for freight was 
1.89 cents and the cust o a it 1.18 cents, against a 
charge of 1.79 cents and a cost of 1,05 cents in 1872. The 
operating . ~~ for the year were 73.1 per cent. of the 
earnings. The gross earnings were $7,144 and the net earn- 
ings $2,051 per mile, 

he equipment of the whole line consists of 72 engines ; 35 

assenger and 22 box cars; 83 caboose, 176 stock, box, 8 
ime, 816 coal flat, 69 coal dump and i79 flat cars’; 82 work, 2 
wreck and one crane car; a total of 57 passenger-train cars, 
1,336 freight-train cars and 85 road or service cars. Seven 
engines and 177 coal cars have been added to the equipment, 
besides a number of cars built to replace old ones broken up, 
The average cost of running an engine 100 miles has been 
$24.84, of which $6.84 was for repairs and $8.67 for wages. 

During the year 8.75 miles re-rolled iron rails, 10.88 miles 
new steel rails and 56,168 ties have been putin the track of 
the main line and sidings, There are now 25.69 miles of steel 
rails in use. On the Vandalia road 12.74 miles new iron and 
63,386 ties were put in the track and 1.36 miles of new —- 
laid. Large renewals of rails and ties will be needed th 

ear. 

, The income account of the Terre Haute & Indianapolis Com- 
pany was as follows : 








Not carmings® ......ccsscccece covcscesces @ eseccccesces $282,182 97 
Interest On investMents........ce.seceeeeercceneeeeeecees 70,162 87 
Receipts from sundry BOUTCEB ........seeceereeeeeeereeees 11,620 69 
$363,966 53 

Interest on funded debt and discount........64 + eeeeeere 125,660 00 
Dividends (June 6 per cent., December 5 per cent.)........ 218,696 50 
Surplus for the ye@r........66 cecccseeeceesceseceesensenee 19,610 03 
$363,966 63 

The balance sheet at the close of the year was as follows : 
1873. 1872, 

Capital stock... 22.0664 -seeeeesee + $1,988,150 00 $1,988,150 00 
Bonded debt .....cceecees seeeeeeee 1 316,0 0 00 800,000 00 
Bills payable.......-0.-+ses++ ee0+++ 250,160 39 242,428 68 
Open accounts, December div’d, etc.. 358,876 31 873.915 84 
Surplus account......++--ceeeseeeeee 1,205,753 16 1,173,143 12 
Total... vacccccccccsos secesece $5,113,939 85 $4,577,637 64 


The capital stock is $18,240 per mile owned and the funded 
debt ~ oe ; the annual interest charge being $92,120, or $845 
per mile. 





Record of a Railroad Trip from Bombay to Calcutta. 


[We are indebted to a subscriber for the following interest- 
ing extracts from the diary of a gentleman familiar with Amer- 
ican and English railroads, relating his experiences and ob- 
servations during a journey across the Peninsula of India from 
Bombay to Calcutta :] 

Saturday, February 1.—Left the Byculla Station at 10:45, 
Madras time ; at 11:25 passed over the bridge which connects 
Salsette with the main land, the line running at the foot of a 
range of precipitous hills and on the river bank. The view of 
the river (a salt water estuary, by the way), dotted with 
islands overgrown with vegetation and backed by the high 
hills, was very fine. Passed several very curious hills, the 
tops being broken and split into the most fantastic shapes, 
with high pillars of rock standing out fromthe main mass, At 
11:48 reached Callian, 33 miles from Bombay, where we 








changed engines, taking a six-wheeler to get us up the 1 in 








